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A decision of the United States Cir- 
FOR FARE PUR- cuit Court defeating an attempt of 
POSES DEFEATED the city of Belleville, Ill., to make an 


egular enlargement of the city limits in order 
of the s-cent fare is published in this 


CITY EXPANSION 


arbitrary, itr 


to expand the zone 


issue. The case affected the East St. Louis & Suburban 


NEW YORK, SATURDAY, FEBRUARY 10, 1912 


No. 6 


Railway, and it was taken to the courts after the city 
authorities of Belleville took a peculiar, unjustified action 
to compel the company to make a great increase in its 
length of haul for a single fare. The real nature of the 
attitude of the city authorities of Belleville can be appre- 
ciated best by a study of the map which is published on 
another page. How the city authorities could have sup- 
posed that their action would bear the test of the clear light 
of analysis by the courts is a mystery. Certainly no 
municipality is making a reasonable extension of territory 
when, as was done in this case, it annexes a strip of land 
about 2000 ft. wide and 6 miles long. It has required 
several years of litigation in the courts to establish the 
right of the company to charge two fares for the long haul 
between Belleville and the outlying point which was an- 
nexed in this abortive manner. The extension of the 5-cent 
fare limit with the natural growth of a city is a sufficiently 
arduous burden to place upon electric railway companies, 
and there is cause for congratulation that the attempt at 
Belleville to put a forced construction upon this statute has 
been finally disapproved by the authority of the courts. 


To obtain the greatest economy and 
efficiency from car motors, it is very 
important for the operating engineer 
to follow closely all changes in service conditions. A com- 
pany often does not realize that equipment which was well 
adapted for the service which existed when the apparatus 
was purchased will not continue to operate with the same 
efficiency when the work which it is called upon to perform 
has materially altered. But by a change in the motor gear 
ratio used, several roads have been able to effect a saving 
in power consumption, sometimes as great as from 12 to 15 
At the 
same time the temperature rise of the motors in some in- 


FIELD CONTROL 
AND GEAR RATIOS 


per cent, without affecting the operating schedules. 
stances has decreased 20 deg. C. The possibilities along 
these lines and by field control are discussed in an article 
elsewhere in this issue on the “Adaptation of Motors to 
Service Conditions,’ in which the author holds that the 
class of service in which field control will prove most useful 
Then, as the 
district served grows in population and the number of stops 


in practice is where the stops are infrequent. 


increases, the motors may be operated at the lower maxi- 
mum speeds with full fields and with less power consump- 
tion than motors having a lower gear ratio. For a mixed 
city and suburban service, where it is desirable to operate 
the same car in both local and express service, the author 
argues that field control would be desirable for the same 
reasons. But on systems where the cars are confined to 
one class of service he believes it better to choose a motor 
with the gear ratio best adapted to the conditions and not 
attempt to increase the range of speed by some system of 


field control. 
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It appears that another chapter is to 
ANOTHER THIRD pe added to the long history of the 
AVENUE CHAPTER . Phird Avenue Railroad case. As 
was required by law the New York Public Service Com- 
mission of the First District has approved the plan of 
reorganization of the Third Avenue System. It has gone a 
step further, however, than it was directed by the Court of 
Appeals to go and has laid down a pretty definite course 
for the company to follow in the treatment of depreciation 
and the amortization of bond discount. Thus, the issue 
between the commission and the management has returned 
in some respects to the position which it occupied before the 
plan of reorganization was made effective. There is this 
difference, that, whereas the commission had not given its 
approval previously to the plan of reorganization, such 
approval, as directed by the court, has now been expressed, 
and the new company is in control of the property. The 
commission acts under other sections of the law in prescrib- 
ing a plan for the gradual retirement of what it declares 
to be the “excessive capitalization” of the property. It was 
a foregone conclusion, of course, that this order would 
be contested by the company, and the opinion of the latter 
is explicitly set forth in a letter sent to the commission by 
President Whitridge, who utilizes the occasion to set forth 
his theory of depreciation. If the order should be litigated 
Mr. Whitridge’s letter indicates that the company will at- 
tack the constitutionality of any law which authorizes the 
commission to determine arbitrarily the rate to be charged 


for depreciation. 


It is indisputable that the progress 
made by civilization during the past 
: century has been largely due to 
the efforts of inventors. It is also true that practically 
every invention has been conceived with the expectation of 
large pecuniary returns. This, in fact, is the most effective 


PATENT LAW 
REFORM 


argument used against the present growth -of socialistic 
legislation, that if the incentive of personal gain is removed 
progress will cease. The patent laws of this country have 
fostered inventions for many years in a most satisfactory 
manner, but, like other of our institutions, the system has 
become liable to abuse. In consequence, the Inventors’ 
Guild has petitioned President Taft for reforms in the 
Patent Office and courts, and it is to be hoped that these 
can be carried out. The abuses have worked both for and 


against the inventor. On the one hand, to carry out a suit: 


for infringement has often cost more than the return to 
be expected from an invention. On the other hand, it is 
unfair to grant a monopoly of an art, as has often been 
done, simply to a parlor inventor and expert juggler of 
phrases, that is to say, to the man who does nothing prac- 
tically to advance the state of an art, but attempts to cover 
all possible future contingencies by combinations and per- 
mutations of expressions so as to anticipate the real in- 
ventor who follows him. A case in point is a patent for a 
combination of an oil engine with a vehicle at a time when 
the non-existence of the pneumatic tire made such a vehicle 
a commercial impossibility and the best igniter known con- 
sisted of a hot porcelain tube. Such “hold-up” patents re- 
tard progress just as much as open infringements upon 
bona fide inventions. However, the whole matter is one 
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which should be very thoroughly investigated, and the 
present administration should certainly take it up. 


MAN FAILURE 


A common—far too common—cause of accidents on 
electric and steam railroads is what is known as “man 
failure.” In one case an interurban motorman or a locomo- 
tive engineer will deliberately run by a stop signal or will 
deliberately disobey a stop order. In another case a motor- 
man on a city car will not see an approaching vehicle in 
plain sight, or he may start his car without waiting for the 
bell signal and while passengers are still mounting or dis- 
mounting. In accidents of this kind the equipment is not 
defective, the rules are not at fault and the ignorance of the 
motorman cannot be blamed for the occurrence. In fact, 
we believe that the larger number of accidents of this kind 
have been found to have occurred to experienced motormen, 
men who have done the same thing a thousand times with- 
out mishap and cannot plead a lack of knowledge of the 
rules. 

Sometimes attendant circumstances suggest a reason, or 
perhaps we should say an immediate cause, for this mental 
failure or fatigue, or else there has been some incident by 
which the mind of the man at fault was distracted from 
his duty at the critical moment. Undoubtedly, most in- 
stances of this kind, if it was possible to trace them back 
sufficiently far, would be capable of some such analysis. 
Thus, there would be found to have been some occurrence 
within the car which made the motorman forget about what 
was going on ahead of the car or something ahead of the 
car which made him forget to wait for the bell signal that 
the rear step was cleat. Under another chain of circum- 
stances the thoughts of the motorman, if they could have 
been recorded at the time of the accident, would probably 
be found to have been on some anticipated personal pleasure 
or past grief, or occupied with other matters relating in no 
way to the work in hand. Still again, a mind normally 
active may have been dulled by drink, late hours or physical 
fatigue. 

But how can this condition be stopped? These causes 
lead into the realm of psychology and are beyond the 
methods commonly used for testing motormen. In modern 
railroad service care is taken to detect employees or ap- 
plicants for employment who are incapable physically of 
operating a car, whose sight or hearing is defective, or 
who normally are not sufficiently alert or intelligent for 
the exacting duties of railway work. But what test should 
be applied to weed out those subject to the class of failure 
which we are considering? Closely allied with this subject, 
too, is that of the alertness of mind which is displayed by 
the right action in emergencies. It is somewhat strange, 
perhaps, that but little attention thus far has been given to 
this matter on steam or electric roads. E. F. Peck, in a 
paper read about a year ago at a meeting of the Street Rail- 
way Association of the State of New York, referred to the 
problem, but no one as yet has offered to solve it. Perhaps 
it may not be capable of exact reply. Nevertheless, it is 
being carefully considered by at least one important electric 
railway property in the Central States and exists in a 
greater or less extent on every railroad. 


— a 
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There are undoubtedly certain well-recognized aids to 
memory as well as means for reducing carelessness. The 
practice of repeating dispatching orders between the dis- 
patcher, motorman and conductor is one approved method of 
stimulating the memory. Frequent talks by the superin- 
tendent of transportation or some other official, similar to 
those followed in campaigns for accident reduction, are 
also undoubtedly of assistance. In the paper already men- 
tioned Mr. Peck suggested the enactment of jawe: which 
would severely penalize railroad employees for negligence. 
But we believe the problem is so deep that it can hardly be 
cared for in these ways only, and it has been suggested that 
some new ideas might be developed if the entire sub- 
ject was analyzed by what is now known as the laboratory 
method of psychological investigation. There seems to be 
no reason why experimentation should be less successful in 
this branch of human knowledge than in the others where it 
has been tried. 
worthy of consideration. 


AGAIN THE SKIP-STOP IDEA. 


Among the methods for reducing the cost of city rail- 
way service to which, we believe, sufficient attention has 
not been given hy operating companies is the best plan of 
reducing the number of stops. The idea that cars must 
stop at every corner, no matter how short the blocks are, 
if any one is waiting there to board the car or if a passen- 
ger wishes to leave, is a fetich of the American public. In 
New York this means that cars running north and south 
on the avenues may be required to stop every 260 ft., 
whereas those running east and west on the cross streets 
may run from 700 to 750 it. between stops, on account of 
the greater length of the blocks. Nevertheless, residents 
of New York who would object strenuously if the cars 
did not stop every 200 ft. on the north and south lines think 
nothing of walking to the next corner to take the car on 
one of the east and west lines, because in only a few in- 
stances do the crosstown cars make a stop between streets. 
‘The conditions as they exist in New York apply in a large 
extent to other cities as well. Now, the advantages of 
reducing the number of stops in city service are manifold. 
The schedule speed would be increased and this would be 
of benefit to the passengers as well as to the company. 
Moreover, considerable power would be saved, and there 
would be a reduction in wheel wear and brakeshoe wear. 
If such a plan will seriously discommode passengers, it 
may not be desirable, and in districts where cars have to 
make many slow-downs and stops on account of street 
congestion the increased expense of making a few addi- 
tional stops for passengers would often be not worth con- 
sideration. But, after all, we believe the matter of the 
number of stops necessary to be made for passengers to 
be largely one of the habits of the public. 


The effect of numerous stops on the street railway service 
y discussed in the ELecrric 


in large cities was thorough] 
1910, by Williston Fish, as- 


Rattway JourNAL for Jan. I, si 
sistant to the president, Chicago Railways. Mr. Fish showed 


that in Chicago, for instance, the city limits had been ex- 
tended to twice the distances of 1885 without any reduction 


Ais Dis 
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in the spacing between car stops. Such a condition, of 
course, is a serious one to the working-class public residing 
in the outer zones of cities where 5-cent elevated or sub- 
way rapid transit is not available. 

Three methods have been suggested at various times to 


reduce the number of stops. The first proposal: has been 


that all cars should stop alternately at every other cor- 


ner, ‘The second has heen that some of the stops should be 
eliminated permanently, and the third is that the cars 
should stop at every corner in the business section of the 
city, but then only at longer intervals in the residential 
section and the suburbs, ; 

The great objection to the first plan, or that of alternate 
stops, is that it would be confusing and hence annoying to 
the public. In fact, where this plan has been tried this 
has been the result. There was no way by which a waiting 
passenger could tell whether a car was going to stop at 
the corner at which he was waiting or at the next, and it 
was exasperating when this uncertainty was ended only 
when the car rushed by him at full speed. 

The second scheme, that of reducing the number of 
It is likely to meet 
some opposition, but this we believe is largely because peo- 
ple are accustomed to the present wasteful plan. In 
Europe, where the spacing between stops is subject. to” 


stops, has already been discussed. 


police regulation, there is a much longer distance between 
stops. In Berlin, for example, the average distance is 845 
ft. Of course, the stops have to be indicated under such 
conditions by signs, which are often installed with, little 
regard to the street intersections. : : ‘ 

The third scheme, which contemplates a part local and 
part express service, would be like that given by inter- 
urban cars in many cities. But there seems to be no good 
reason why such a service should not be equally applicable 
to purely suburban cars in cities with extensive suburban 
areas where the headway is not close enough to permit a° 
semi-express to catch up with the local car ahead. _ 

It is interesting to note that the stop reduction and semi- 
express suggestions are soon likely to receive a practical 
trial in Cleveland and Denver respectively. In Cleveland 
the City Council is considering a new schedule, proposed by’ 
its street railway commissioner, which would eliminate 
every other stop on Superior Avenue for the primary purs 
pose of increasing the car mileage during the rush hours. 
In Denver the Denver Tramways Company has asked the 
Board of Aldermen to permit it to adopt a system of ex- 
press or limited cars for rush-hour service to accommodate 
the residents of outlying districts. It is to be hoped that! 
both of these methods will be approved by the respective 
municipalities and that they will meet with public favor in! 
practice. It is fortunate that the Cleveland suggestion to, 
cut the number of stops in half has been madé by a miu. 
nicipal official, as this will forestall much of the prejtudi¢e’ 
which would doubtless be shown if the suggestion came 
from the railway. The Denver proposal seems to be a 
most practical one for the conditions in that city, as it-will: 
enable the suburban rider to have the choice of reaching 
his destination either on a local-or on a faster car which’ 
will stop only at a few indicated points after it has left the 


downtown district. 


to 
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Forbes Street Terminal of the Pittsburgh 
Railways 


. 7 f i] 7 a me "ANG at] ye) of ‘ ars Struc “eS 
An Operating Terminal Where the Carhouse Proper and ‘Transportation Offices Are Separate Structures 


The Storeroom 


Is Housed in a Substation at the Same Place 


An important addition to the car-operating facilities of 
the Pittsburgh Railways has been made recently, by the 
completion of three buildings at Forbes Street and Craft 
Avenue, comprising a carhouse, transportation office and 


Forbes 


substation. This location will prove a most convenient 
operating terminal, as it is but 2 miles from the heart of the 
business section and about % mile from the Forbes Field 
grounds of the Pittsburgh Baseball Club. 

As shown in the accompanying plan and halitone, the 
arrangement is rather unusual, in that the substation struc- 


ture and the transportation building are placed in front of 


All of the buildings and walls are of vitrified brick and are 
ornamented with cut stone. While the general outlines of 
the buildings are very simple, the walls, trees and hedge 
which form the boundaries and the sodded spaces and other 


Street Terminal—View of Shelter House and Wall Along Craft Avenue 


free areas on the plot itself give the entire installation a 
pleasing perspective which is in excellent keeping with the 
residential character of this district. The general favor- 
able effect is enhanced by a shelter house which has 
been erected at the corner of Craft Avenue and Forbes 
Street. The walls of this shelter are of brick and the roof 
is of slate. The radiating ribs in the two circular windows 


neat 


Forbes Street Terminal—General View of Installation 


the carhouse. An ornamental brick wall which parallels a 
row of trees along the Craft Avenue side of the property 
and a hedge along the opposite boundary assist in making 
the carhouse and yard storage tracks inconspicuous. The 
substation and offices are set 48 ft. 5 in. back of the curb line. 
thus leaving room for two yard tracks and a series of para- 
pets along Forbes Street, as indicated in the general view. 


S 


and the design of the roof strongly suggest a 


pagoda. 


Japanese 


GENERAL DIMENSIONS AND TRACK LAYOUT 
The general dimensions of the property are about 415 ft. 
on Forbes Street and 410 ft. on Craft Avenue. Both the 
substation and office building are two stories high and cover 
areas of approximately 67 ft.x 66 ft. 9 in. For the sake 
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of uniformity both buildin 

. gs were erected to the same 
hae are 33 ft. 3 7/16 in. This makes the sub- 
Ee ion a little higher than is customary, The 65-ft. x 70-ft. 
plot which now Separates the two buildings will be used 
eventually for extending them. A concrete walk 12 ft. 


wide forms the approach to each building from Forbes 
Street, while similar walks of lesser width surround both | 
The present carhouse, exclusive of the heater room con- 
sists of four four-track bays, each 51 ft. 3 in. wide and 302 


Enough ground is available, however, to permit 


ft. deep. 
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facing the direction of car movement. Cars, therefore 
which approach the terminal from either direction ey 
easily be turned by passing around this loop, and at no 
time will they encounter a facing switch point except when 
backing into the carhouse for a trailer or for inspection at 
the end of the day. This arrangement also makes it pos- 
sible simultaneously to couple a half-dozen trailers to as 
many motor cars on as many tracks without having one 
crew get in the way of another. It is the intention to 
store many trailers here between the morning and evening 
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Forbes Street Terminal—General Plan, Showing the Present Structures and the Spaces Available for Growth 


the future construction of four similar bays. This addi- 
tion would enlarge the capacity for indoor storage to care 
for 126 of the latest type motor cars. These cars are 47 5 
2 in. long. 

The track arrangement was a matter of considerable 
study in view of the fact that this terminal was to be used 
for the rapid coupling of the single-end, two-car trains 
which have been standardized for rush-hour operation in 
Pittsburgh. The main feature of the track plan is a loop 
around the substation and transportation buildings. One 
side of this loop is a ladder track having all switch points 


rush hours, thus saving the dead mileage to their regular 
carhouses at the ends of the several lines. 
The grade of the yard tracks ranges from I per cent to 
2 per cent. A run-off slot was made in the groove of the 
rail which is nearest to the lowest drain in the yard to 
prevent the tracks from being flooded. 
THE SUBSTATION 
The substation is constructed of concrete foundations, 
brick walls, steel columns and steel roof trusses. The roof 
is composed of 3-in. concrete slabs expanded with rein- 
forced metal and covered with a composition slag. . The 


234 


window area is liberal, but it was not considered necessary 
to install a skylight because of the permanent open spaces 
on three sides of the building. 

An unusual installation on the first floor is the storeroom 
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continued to the roof to form a second story for the 
offices of the chief lineman and for power distribution office 
business. 

The machinery room on the ground floor now contains 
one 1000-kw and one 400-kw 


motor-generator set, which 
convert 10,000-volt, three- 
phase, 60-cycle current to 500 


volts direct current. The 


smaller set will soon be re- 
placed by a t1o000-kw outfit. 
Eventually the station will 
contain four 1000-kw units as 


indicated on the plan. All 
transmission lines, except the 
outgoing aerial 500-volt d.c. 
feeders, are carried in conduit. 
The accompanying cross-sec- 
tion and interior view of the 
station show the railed gallery 
for the lightning arresters and 
the high-tension busbar and 


ee 
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Forbes Street Terminal—Cross-Section of Substation, Showing Utilities Section 


on the Left 


for carhouse supplies and the special toilet for the car 

house employees. These rooms have separate entrances 

from outside the building. The storercom is readily ac- 

cessible both to repair men who come in from the street 
(ire. Office 
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Plan 
Forbes Street Terminal—First and Second Floors of 
Substation 


and to the men from the carhouse. Aside from the ma- 
chinery quarters, the first floor also has a toilet for the sub- 
station men and a toolroom. The 9-in. brick walls which 
isolate the utilities section from the substation proper are 


high-tension switching com- 
partments. This gallery, 
which is 11 ft. 3 in. high and 
16 ft. wide, is framed of I- 
beams and carries a 4-in. con- 
crete floor. It is supported by one of the building walls at 
the rear and by a row of roof columns at the front. 

An interesting feature in the construction of the high- 
tension compartments was the use of forms for pouring the 
concrete, thereby making the structure a monolith instead 
of building up the cells by means of slabs. The halftone 
illustration of the gallery shows the neat appearance of the 
completed work. The cost was less than the estimated 
expense for slab construction. 

The 10,000-volt transformers are carried under the gal- 
lery close to the circular stairway at the front of the sta- 
tion. They are finished in aluminum paint, thereby en- 
hancing the light appearance of the station interior. The 
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Forbes Street Terminal—Arrangement of Rooms on Sec- 
ond Floor of Office Building 


switchboard, which is also placed under the gallery as 
illustrated, is of concrete reinforced with expanded metal. 
The concrete in the heavier portion of the board is com- 
posed of one part cement, one and one-half parts sand and 
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Lhe 
lighter portions are made of thin cement mortar poured into 
tight wooden forms. 


Ligonier limestone dust and three parts fine gravel. 


This mortar was mixed in the pro- 
portions of two parts Ligonier limestone dust (of which 
a small portion was sand) and one part of cement, The 
forms were removed in about a week and the cement work 
rubbed smooth with sandstone, after which it received two 
coats of a paint specially prepared for cement work. 
OFFICE BUILDING 

The office building is similar to the substation in size, 
construction and general appearance. ‘The first floor con- 
tains the offices of the dispatcher, receiver and stockroom 
clerk, locker and toilet facilities, and a room where the 
crews prepare their reports. The second floor is devoted 
to the superintendent’s and supervisor's offices, an instrue- 
tion and lecture room, recreation room and shower baths. 
It will be observed that these activities of the transporta- 
tion department have been housed separately at a more 
accessible place than the carhouse. 
recreation rooms are on 


The condition that the 
the second floor will prevent the 
disturbance of the men who are at work on their trip 
reports. 
CARHOUSE 

The general construction of the carhouse is similar to 
the other buildings. The outside walls are of 13-in. vitri- 
fied brick with pilasters of 22-in. width every 18 ft. The 
partition walls between the bays are also 13 in. thick, but, 
unlike the outside walls, they are not carried above the roof 
level to form ornamental parapets. The roof is of Cojum- 
bian reinforced concrete, 4 in. thick, with a waterprocfing 
of three-ply tar paper and slag. This roof is carried on 
reinforced girders, which rest on the walls and partitions 
and on rows of I4-in. x I4-in. reinforced-concrete columns. 
The latter are set about 16 ft. apart in the center line of 
each bay. The floor is of vitrified brick, laid on a 2-in, 
sand cushion and 4 in. of gravel. It is pitched to drain into 
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Craft Avenue, has both skylights and windows, because 
the latter must be bricked up when the future bays are 
added. The carhouse is illuminated by are lamps and ven- 


tilated by means of three 36-in. roof ventilators per bay. 


Forbes Street Terminal—Entrance to One of the Carhouse 
Bays 


All of the tracks in this carhouse have been provided 
with pits to permit inspection and light repairs. In three 
of the bays these pits occupy almost the entire depth of the 
building, but in the fourth bay they were made shorter to 
permit installation of a concrete wash table. Of these 


£ Substation, Showing Switchboard and Gallery with Monolith High-Tension Com- 


partments 


the pits. Ample natural light has been oe pi 
bays, principally by means of flat skylights. The first ay, 
which is adjacent to private property, has a line of ps 
dows but no skylights: The last bay, which is nearest 


there is one per car per track. The pits have 13-in. brick 
walls, concrete steps and 6-in. concrete floors. They have 
a clear width of 4 ft. 11 in. and a depth of 4 ft. 6 in. from 
the pit floor to the head of the rail. The 7-in. girder rails 


230 


which serve as pit tracks are clipped to 8-in. x 1o-in. string- 
ers. These stringers are secured to the brickwork by bolts 
which are 34 in. in diameter and 18 in. long and are spaced 
about 4 ft. centers, so that there is a bolt at each lap joint 
For the convenience of the pitmen bricked cross-over tun- 
nels 4 ft. wide are provided between the pits at intervals of 
45 ft. The pits are heated from outlets in hot-air ducts 
under the devil strips. The heating equipment, which was 
furnished by the Buffalo Forge Company, is housed in an 
annex to the last bay. The indirect heating system has 
been found so satisfactory that it has been adopted as 
standard for all future carhouses and shops in Pittsburgh. 

The general construction of the building is, of course, 
fireproof throughout. ‘The single 9-ft. opening beyond the 
track line in the rear of each bay is protected with the 
usual metal-covered sliding door. The entrances to the 
carhouse are closed by Kinnear steel shutters, two of which 
are separately operated by means of 3-hp, 220-volt d.c. 
motors. All shutters have a small, hinged, detachable door 
so that a man can enter any bay to raise the track door 
from the inside. 

ENGINEERING 

The several buildings described were designed and con- 
structed by the engineering department of the Pittsburgh 
Railways, under the direction of F. Uhlenhaut, Jr., chief 
engineer. 


THE GENERAL RAILWAY TERMINAL SITUATION IN 
CHICAGO 


L. C. Fritch, chief engineer of the Chicago Great 
Western Railroad, who is considered the most eminent 
authority on terminal electrification in the West, made a 
very interesting address on the Chicago railway terminal 
situation before the Electric Club of Chicago at its regular 
monthly dinner on Jan. 31, 1912. After summing up the 
rapid growth of Chicago owing to its many lines of rail- 
roads radiating in all directions, its proximity to a large 
marketing area and the rapidly increasing traffic, he took 
up the present terminal situation. He said that Chicago is 
the radiating point of over 85,000 miles of railway, which 
is over one-third of the total mileage in this country. It 
furnishes terminals for thirty trunk lines, which receive 
and forward about 10,000,000 freight cars annually. The 
number of lines, the amount of traffic handled and the fact 
that these terminals occupy a vast area of expensive land 
make the problem a most important one. 

His first recommendation was that before electrification 
freight yards should be established on cheaper land in the 
outlying districts around Chicago and connected with a 
belt line which all roads would use. He said that this 


scheme had been attempted to a certain extent by private 


companies, but that the various roads had not been con- 
sulted and the arrangement had been a failure. He said it 
was found that through freight cars are row delayed about 
seventy-two hours, and this time could be reduced by one- 
third by the construction of an outer belt. The cost of 
handling cars could be reduced one-half and interest and 
taxes on land which is very valuable could be greatly re 
duced. As an example of the latter, he said that in some 
districts the space now occupied for holding one freight 
car was valued at $20,000. He also said that the growth of 
freight traffic was materially retarded owing to the delays 
in interchanging in the Chicago terminals, and freight was 
being routed so as not to pass through them. Mr. Fritch 
also recommended the concentration of all the passenger 
terminals in Chicago. This would facilitate passenger 
traffic and materially reduce fixed and operating charges. 
It would release much valuable land for building purposes 
from which increased revenue could be obtained that would 
to a certain extent offset the cost of the change. 

Mr. Fritch then went into the electrification of terminals 
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and said that the Chicago situation was not so easily solved 
as that in New York City. There there was a limited 
amount of interchange, whereas in Chicago interchange 
made up 30 per cent of the total freight traffic handled. 
He said the situation resolved itself into one where the 
electrical engineers must devise some form of interchange- 
able equipment. Now the steam locomotive can run over 
all the tracks of the various roads. All the roads must 
electrify at one time, or the one so doing will be at a dis- 
advantage. To electrify the terminals as they are now 
would be a waste. They practically surround the business 
center and are scattered, a condition due to the rapid 
growth of the city. If electrification must come, the ter- 
minals should be rearranged so that they would be adequate 
for a long time to come. 

One of the most potent arguments in favor of elec- 
trification, said Mr. Fritch, was found in the situation in 
New York. There the tracks are laid at different eleva- 
tions, but all below the street level, and the railroad com- 
panies had already reclaimed twenty city blocks in the busi- 
ness district where they anticipated erecting buildings, the 
returns from which would pay the interest on the cost of 
electrification. Chicago could do this to some extent, but 
to electrify all roads would put some of them out of busi- 
ness, The traffic is not dense enough on some of them and 
they are not so located as to make the reclaimed land 
valuable. 

He said the rearrangement of the terminals plays an im- 
portant part in the proposed plan of Chicago. In order to 
carry out this plan the city must get the co-operation of 
the various railroads. He cited the Illinois Central situa- 
tion and the contract which it had made with the city. He 
called attention to the opposition with which the proposition 
was meeting and said that it was to be regretted that this 
first step toward ultimate electrification should be so 
received. There must be co-operation and an amicable 
agreement between the city and all railroads, thus elimi- 
nating the necessity of condemnation proceedings, or the 
problem would néver be satisfactorily solved. 

PARTIAL ELECTRIFICATION 

Mr. Fritch then took up the question of electrifying cer- 
tain branches of traffic, such as the suburban business on 
the Illinois Central. He said that the advisability of such 
electrification was dependent upon the density of the traffic 
and was justifiable only on two roads in Chicago. With 
these there had been considerable loss of traffic which could 
be regained if they were electrified, and the increase would 
bring sufficient returns on the increased investment. He 
brought out the inability of the storage battery car in its 
present form to overcome all the obstacles in the terminal 
situation in Chicago and closed by emphasizing the rail- 
road’s duty to the public from the standpoint of health and 
living conditions. 


CIRCULAR ON FOURTH ANNUAL EXHIBITION OF 
RAILWAY APPLIANCES TO BE HELD IN CHICAGO 


Bruce V. Crandall, 537 South Dearborn Street, Chicago, 
Ill., secretary of the National Railway Appliances Associa- 
tion, has issued a circular which contains information re- 
garding the fourth annual exhibition of railway appliances, 
used in the construction, maintenance and operation of rail- 
ways, to be held at the Coliseum and the First Regiment 
Armory in Chicago from March 18 to March 23. The 
exhibit will occupy the main floor, annex and balcony of 
the Coliseum, as in previous years, and the First Regiment 
Armory, Michigan Avenue and Sixteenth Street, contain- 
ing 16,000 sq. ft. of net floor space for exhibit purposes, 
which, with the Coliseum, will give a total of 54,000 sq. it. 
of exhibit space. More than 50,000 sq. ft. has already been 
reserved by the’ different exhibitors. 
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Opinions of Commission in Third Avenue Case 


Although the New York Public Service 


Commission, First District, 
with the Decision of the Court, It Has Directed the M 


Approved the Plan for Reorganization in Accordance 
aimtenanee of Reserve Funds for Depreciation 


and Amortization of Bond Discount—The Company's Reply 


An opinion has been rendered by the New York Public 
Service Commission, First District, directing the practices 
to be followed by the Third Avenue Railway in the treat- 
ment of depreciation and the amortization of bond dis- 
count. In this opinion, which is dated Feb. 3, I9r2, the 
commission refers to the previous opinion, dated Jan, 17, 
1912, in which, under direction of the court, it approved the 
plan of reorganization presented by the committee of bond- 
holders. 

The commission restates in both Opinions its well-known 
views concerning.the value of the Third Avenue property. 
It discusses in the earlier opinion the final decision of the 
Court of Appeals requiring under the law the approval of 
the plan of reorganization. In the opinion dealing with 
the question of amortization of bond discount and depre- 
ciation, the commission quotes the opinion of the Railroad 
Securities Commission and its own rulings to the effect 
that bond discount should be amortized during the life of 
bonds. It expresses its opinion that there should be reserved 
out of revenue for the upkeep of the property, including 
both current maintenance and future replacemeuts in ac- 
cordance with the accounting rules of the commission, at 
least 20 per cent of the operating revenue of the Third 
Avenue Railway. It definitely directs the company to pro- 
vide and maintain two reserve funds, one for depreciation 
and one for the amortization of “excessive capitalization.” 

OPINION ON MORTGAGES AND ACCOUNTING 

In the later opinion the commission says in part: 

“By an order adopted Jan. 17, 1912, the commission au- 
thorized, in pursuance of an order issued by the Supreme 
Court of the State of New York and in obedience theréto, 
the issue by the Third Avenue Railway Company of the 
securities provided in the plan and agreement of reorganiza- 
tion submitted by applicants to the commission. 

“In the application before the commission consent to the 
issue of two mortgages was requested: (1) A first refund- 
ing mortgage to the Central Trust Company of New York, 
as trustee, dated Dec. 20, I911, to securé an issue of 
$40,000,000 bonds, to be dated Jan. 1, 1910, and payable on 
Jan. 1, 1960, and to bear interest from Jan. 1, 1912, at 4 
per cent, and (2) an adjustment income mortgage to the 
United States Mortgage & Trust Company, as trustee, 
dated Dec. 20, 1911, to secure an issue of $22,536,000 bonds, 
to be dated Jan. 1, 1910, and payable on Jan. I, 1960, and 
to bear interest from Jan. 1, 1912, at 5 per cent per annum, 
cumulative, provided the company shall have earned 5 per 
cent per annum. 

“In view of the provisions of the order of the court and 
of the principles enunciated in the opinion of the Court of 
Appeals, the commission believes that it has no authority 
to refuse its consent to the issue of the two mortgages, 
even though it may not approve certain provisions in these 
mortgages. For example, objection might be made to the 
provision in the income mortgage that unless interest shall 
have been paid at the rate of 5 per cent for each of the 
forty-eight years from 1913 to 1960, the holders of the 
income bonds shall be entitled to receive upon Jan. I, 1960, 
not only the par value of the bonds but an additional amount 
equivalent to the deficiency below 5 per eds for every one 
of the preceding years. But, under the order and opimon 
of the court, the commission has no authority to insist that 
this or any other clause shall be omitted or modified. ; 

“The commission, therefore, consents to the execution 
and issue of the two mortgages but expresses no opinion 
as to the propriety of the terms and conditions in such 


mortgages, Indeed, if the commission had authority, it 


would require certain changes to be made. The two most 
Important relate to the establishment of reserve funds for 
depreciation and obsolescence and for amortization of the 
difference between the fair value of the property and the 
par value of securities to be issued under the plan of reor- 
ganization. 

AMORTIZATION OF DISCOUNTS 

“The requirement that discounts shall be amortized is a 
generally recognized principle. The unanimous conclusion 
of the Railroad Securities Commission in its recent report 
to the President of the United States was to this effect. 

“The Public Service Commission has approved the issue 
of approximately $100,000,000. par value of bonds exclusive 
of the securities of the reorganized Third Avenue and Met- 
ropolitan Street Railway companies. Probably 90 per cent of 
these securities have been 3%, 4 or 5 per cent bonds, issued 
at less than their par value. It has been the invariable 
practice of the commission to require the difference be- 
tween the cash proceeds of the bonds and their par value 
to be treated the same as bank discount or interest paid 
in advance and to be amortized within the term of the 
obligations. The propriety of this requirement has never 
been contested by any of the corporations affected. This 
procedure is in accordance with well-established principles 
of accounting and with the rules of accounting prescribed 
by the Interstate Commerce Commission and the two public 
service commissions of New York and other regulatory 
bodies. 

“In the previous opinions in this case the commission 
found the total liabilities of the entire Third Avenue Sys- 
tem, after eliminating book entries, inter-company accounts, 
etc., to be approximately: Receiver’s certificate and note, 
$3,755,000; funded debt of Third Avenue Company, 
$5,000,000 ; funded debt of underlying companies, $5,892,000; 
funded debt, other liens, $1,240,000; real estate mortgage, 
$12,000; other current liabilities, estimated, $2,811,744; 
new refunding bonds, $15,790,000; new income bonds, 
$22,536,000; new stock, $16,590,000; total, $73,626,744. 

“Upon the other side of the account, the commission 
found the following assets and funds to be paid over: Phys- 
ical property, estimated to have a value at that time of 
about $35,100,000; current assets, $1,746,637; cash assess- 
ment, $7,200,000; total, $44,046,637. 

“The excess of liabilities over assets is thus seen to be 
nearly $30,000,000. If the revisions in current liabilities 
and assets requested at a former hearing were allowed, 
the excess would be nearly $29,000,000. Even assuming 
that the current liabilities unfunded would be paid out of 
operating expenses, there would still remain an excess of 
upward of $26,000,000. 

“The bondholders’. committee estimated that the 4 per 
cent bonds might sell for about 80, which is equivalent to 
a yield of slightly more than 5 per cent per annum when 
account is taken of the fact that a bond now bought for 
$800 will be redeemed by the company at its maturity for 
$1,000, The market value of the income bonds was esti- 
mated at 70, and the stock at about 30. Thus, upon the 
committee’s own estimate, the par value of the new secur- 
ities exceeded the cash by $21,500,000, shown as follows: 
$15,790,000 4 per cent refunding bonds at 80, $12,632,000; 
$22,536,000 5 per cent income bonds at 70, $15,775,200; 
$16,590,000 stock at 30, $4,977,000; total, $33,384,200. 

“Assuming that the property 1s maintained by annual 
cash expenditures and a depreciation fund, it would follow 
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that in 1960, when the bonds become due, there would still 
be a difference between the total capitalization and the 
value of the property (assuming that the amount of cash 
now paid in will be used to increase the value of the prop- 
erty) of approximately $25,000,000. 

“In order that this difference, which is in the nature ot 
a discount upon securities, may be eliminated during the 
life of the bonds, it is necessary that an amount should be 
set aside annually out of income before dividends and 
interest on the income bonds may properly be paid. It is 
evident that the annual amount is determined by the rate at 
which the fund will accumulate. It is certainly not less 
than 4 per cent, and upon this basis the annual payment 
would be $180,000 plus 4 per cent upon previous payments 
and accumulations. If this course is followed, the com- 
pany in 1960 will have a fund which, together with its other 
property, assuming it to be maintained as above stated, will 
be equivalent to the par value of the securities then out- 
standing. 

“Tt is apparent that if the company is able to earn only 4 
per cent upon this fund, either through investments in 
securities or in its own property, the net deduction will be 
$180,000 per annum. If, however, the company is able to 
earn even more than 4 per cent per annum, the income 
above 4 per cent will work to reduce the net annual charge 
against income by the precise amount which the actual 
earnings exceed. 4 per cent. If, for example, the company 
should be able to earn 6 per cent per annum, the net 
amount would be less than $100,000. 

“Unless some such plan is followed, the company will 
not be able in 1960 in refunding the bonds then due to 
present, as the basis for such refunding, property which is 
equal to the par value of the securities. They will be rep- 
resented in part by discounts upon issues of 1912, fifty 
years before. 

. DEPRECIATION ; 

“The foregoing requirement has reference only to the 
present impairment of capital. This impairment of capital 
has resulted to a considerable extent from the neglect of 
the old company to make proper provision for depreciation. 
If the company does not reserve a sufficient portion of its 
revenue to replace capital consumed during the year but 
not requiring replacement within the year, and then pro- 
ceeds to treat the entire surplus as divisible profits, it is 
actually violating the corporation law against the declara- 
tion of dividends out of capital just as effectually as though 
it sold stock and distributed the proceeds immediately in 
the form of dividends. Unless, therefore, careful provision 
is made for the creation of a depreciation reserve, there 
may be another repetition of the financial collapses that 
have been so conspicuous in the history of the street rail- 
ways in Manhattan. 

“Under the third article of the first refunding mortgage 
and the fifth article of the income mortgage, the company 
agrees and covenants to maintain property by making need 
ful repairs, renewals and replacements, and under the sec- 
ond article of the refunding mortgage it further agrees that 
no bonds shall be issued for replacements or operating 
expenses. To provide for such replacements, however, 
there ought to be some definite provision for a depreciation 
reserve. The matter assumes a special importance in view 
of the fact that the declaration of interest upon the income 
bonds will depend upen a precise definition of expenses and 
other deductions that may be made from revenue. With- 
out clear definitions there is an almost certain likelihood of 
disputes between the income bondholders and the stock- 
holders as to the true amount of the profits. The second 
article, sub a, of the income mortgage enumerates the 
various items of expense to be deducted from revenue 
and specifies depreciation or obsolescence but leaves the 
amount of such charge to be determined entirely by the 
discretion of the board of directors. When it is recalled 
that in one case where it was the object of the company 
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to show small earnings Receiver Whitridge testified before 
the commission that the total annual depreciation amounted 
to $600,000, and that in a second case where it was the 
object of the company to show large earnings the same 
receiver testified that depreciation amounted only to 
$300,000, one will realize the necessity of a more specific 
definition of depreciation. 

“In the opinion of the commission, there should be re- 
served out of revenue for the upkeep of the property, in- 
cluding both current maintenance and future replacements, 
in accordance with the accounting rules of the commission, 
at least 20 per cent of the operating revenue of the Third 
Avenue Railway. This minimum rate has been used in 
other mortgages and contracts, is practically the standard 
percentage used by engineers in appraising street railways, 
and more especially is the rate estimated by the chairman 
of the reorganization committee of the Metropolitan Street 
Railway. 

“The commission does not fix 20 percent as the maxi- 
mum rate or as the rate applicable to all cases. Further, 
if this rate should prove to be too high after a number of 
years, the facts may be presented upon application to the 
commission for a modification of this order. But it is of 
prime importance that the situation into which the street 
railways of Manhattan drifted a few years ago be not re- 
peated. Therefore, the commission directs the company to 
provide and maintain two reserve funds, one for deprecia- 
tion and one for the amortization of excessive capitaliza- 
tion so that the bondholders may have property of some 
sort wherewith to reimburse the holders of securities. 

FORMAL OPINION APPROVING PLAN OF REORGANIZATION 

“The evidence and arguments submitted by the applicants 
at the hearings related to three classes of questions. The 
first group involved only legal matters and centered about 
the question whether under the statute the commission had 
merely a ministerial or clerical duty to perform or was 
expected to ascertain the value of the property to be ac- 
quired and to determine whether the proposed capitaliza- 
tion had a proper relation to such value. The second group 
involved no points of law, but related wholly to the value 
of the property and the factors to be considered in de- 
termining value. The third also raised no legal questions, 
being concerned only with earnings. 

“It is evident that if the commission had merely a per- 
functory or ministerial function, such as the determination 
of the arithmetical problem whether the new capitaliza- 
tion was greater or less than the old, it was unnecessary 
to discuss questions relating to value or earnings. Further- 
more, the legal questions were simple and plain. The law 
may not have been clear, but the questions were not in- 
volved or difficult of delimitation. They resolved them- 
selves into the query whether the reorganized corporations 
constituted a preferred class and were not subject to the 
restrictions and safeguards thrown around other new cor- 
porations by the public service commissions law. 

“This was clearly a legal problem, and if the applicants 
at any time, from the date of the very first petition (June 
23, 1909), had desired a speedy adjudication of this’ legal 
point, it could have been secured easily and quickly. Brief 
proof and documentary evidence could have been sub- 
mitted to the commission and an adverse decision by the 
commission might have been reviewed by the courts within 
a few weeks from the first presentation of the plan to the 
commission—probably a year and one-half or two years 
prior to the date of the recent decision by the Court of 
Appeals in this case. 

“However, the applicants did not elect to take this course. 
perhaps because they were not certain that the functions of 
the commission were merely formal and perfunctory. They 
proceeded at great length to present proof by expert ac- 
countants and engineers as to the value, condition and 
earnings of the property, which it was the duty of the 
commission thoroughly to examine and to criticise, and 
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so far as the same might be of uncertain character to 
supplement by such further proof or documents as it 
might be able to procure, ens 
“The commission found that the proposed capitalization 
was not justified, that it far exceeded the value of the 
property and that the evidence as to net income did not 
indicate that interest and dividends would be e 


as arned upon 
the securities proposed. 


Z It was realized that dividends 
might be declared at the expense of the property and that 


inadequate provision might be made for depreciation and 
other reserves, but the commission did not consider such 
methods wise or lawful. 

it 1S important to note that neither the Appellate Di- 
vision nor the Court of Appeals has anywhere in its opinion 
either directly or indirectly considered the question whether 
the Securities proposed under the plan are equivalent to or 
in excess of the value of the properties and the money 
to be acquired. Nowhere has either court indicated that 
the amount of the new capitalization was justified by the 
value of the property or the true earnings of the property. 
Both courts have disposed of the matter as a legal question 
arisimg upon construction of the statutes, and the Court 
of Appeals has held that while as a general rule securities 
should not be authorized by the commission except where 
the value of the property is equal to the amount of the 
securities issued, this rule is not applicable to the case of a 
corporation formed on the reorganization of a foreclosed 
railroad; that the statute authorizes the bondholders. etuck- 
holders and creditors to agree upon a plan for the readjust- 
ment of their respective interests and authorizes the new 
corporation to issue its stock and bonds in accordance with 
the agreement up to the limit of the securities of the com- 
pany to whose property and franchises it has succeeded 
and any money or property that may be put in the enter- 
prise. The Court of Appeals has also held, however, that 
such a corporation may not lawfully issue its stock and 
bonds to the amount specified in such plan and agreement 
without first securing from the commission an order author- 
izing the issuance, pursuant to Section 55 of the public 
service commission law; and from the fact that the order 
of the Appellate Division has been affirmed by the Court 
of Appeals it must be assumed that in pursuance of the 
opinion of the Appellate Division the commission has power 
to determine whether the proposed stocks and bonds are to 
be issued under and in conformity with the provisions of 


the statute, whether the new corporation has been duly’ 


organized and become vested with the title to the property 
and franchises of the old corporation, and whether the plan 
of reorganization is being carried out. Inasmuch, how- 
ever, as the Supreme Court, following the remittitur of 
the Court of Appeals, has now directed the commission to 
make its order authorizing the issue and the amount of 
securities as provided in the plan and agreement, these 
questions are as to this case not before the commission. 

“The commission, not being allowed any discretion as to 
the merits of the plan of reorganization, now issues the 
order as required by the court.” 


REPLY OF THIRD AVENUE RAILWAY 


The reply of the company to this order was embodied in 
a letter to the Public Service Commission by Frederick W. 
Whitridge, president Third Avenue Railway, in which he 
declares: 

“This order, I beg to inform you, is without warrant of 
law, is apparently based upon a misstatement of fact and a 
misconception of the evidence before you in respect to 
valuations and other things, is illegal both in form and 
substance and will not be obeyed by this company.” , 

He then asks the commission to arrange for a_ meeting 
between its own counsel and Evaris, Choate & Sherman, 
representing the railway company, and says: . 

“Tf it does not desire to have the validity of the ordet 


tested, we must ignore it as a nullity, and should the com- 
, 
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mission hereafter sue for extravagant penalties, it will be 
Subjected to reuewed humiliation. If the commission de- 
sires to discuss the contents or purpose of the order, some 
of our directors will be very happy to meet the members 
of the commission for that purpose.” 

In addition Mr. Whitridge sent to each commissioner in- 
dividually a letter in which he said that he found nothing 
in the statute which authorized the commission to order 
the company to create any kind of sinking fund. Neverthe- 
less, he would be willing to urge the directors to establish 
such a fund “provided we could get some assurance from 
you that the senseless attacks which you have made upon 
this corporation should cease, so that the amount of about 
$100,000 a year, which we have expended in litigation in- 
stituted by you, could be devoted to the creation of an 
amortization fund.” Continuing he says: 

“I suggest to you that, in view of the fact that all such 
litigation has thus far proved entirely fruitless—I say en- 
tirely because you yourselves do not seem to have learned 
anything from it—it is a wrong thing to subject this com- 
pany to the payment of a sum equal to the interest upon 
two or three million dollars a year. That is equivalent to 
the most iniquitous stock watering. 

“In order to prevent misunderstanding, I recapitulate the 
position: When the reorganization of this company is 
completed, it will have on hand in cash about $2,000,000, 
$1,000,000 of which is allocated to the repairs of tracks as 
the same may be necessary; $500,000 is allocated to the 
cost of paving and adjusting the railways in the Bronx to 
the changes of grade as the same are made by the city, and 
about $400,000 is not allocated to any specific purpose. 

HIS THEORY OF “DEPRECIATION” 

“There is no such thing as a rule of depreciation, such 
as you wish to promulgate. Depreciation depends upon the 
manner in which a property is maintained. If a perfect 
maintenance can be conceived of there would be no depre- 
ciation. Considering this particular property, my judgment 
is that maintaining it as it is now being maintained $300,000 
a year for depreciation is sufficient, and the money set aside 
for that purpose will probably accumulate for two or three 
years. 

“Similarly there is no general rule for maintenance. We 
spend whatever has to be spent for maintaining the prop- 
erty, and as a matter of fact the expenditures for mainte- 
nance for the last six months, together with the proposed 
appropriation for depreciation, amount to about 22 per 
cent of our gross earnings. 

“T am thus explicit because my conclusions have been 
reached conscientiously, and while I shall always welcome 
any advice from you or anybody else which is founded upon 
anything which exists, I give you notice now that I will 
not tolerate any interference by you outside of the law. 
At least, not until such time as your naive suggestion to the 
Legislature that the right of appeal from your decisions 
should be abolished has been adopted and affirmed as con- 
stitutional.” 


William B. McKinley, president of the Illinois Traction 
System and Representative from the Nineteenth Con- 
gressional District of Illinois, has announced a corn-grow- 
ing contest for the boys of his district. To one boy from 
each of the counties of Champaign, Coles, DeWitt, Douglas, 
Platt, Moultrie, Macon and Shelby, who shall be adjudged 
a winner in his respective county, the first prize will be a 
trip to Washington, D, C., and return. This trip will in- 
clude five days’ entertainment with all expenses paid. As 
a second prize for one boy from each county a trip in a 
private car over the Illinois Traction System to St. Louis, 
Mo., and return. This trip will include a stop in Spring- 
field, with visits to points of interest and special entertain- 
ment in St. Louis. The third prize will be a trip to Spring- 
field and return, including entertainment and visits to all 
points of interest, over the Illinois Traction Svstem. 
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ARBITRARY EXTENSION OF CITY FARE LIMITS DE- 
FEATED IN BELLEVILLE (ILL.) RATE CASE 


A decision has been rendered by the United States Dis- 
trict Court for the Eastern District of Illinois upholding the 
position of the East St. Louis & Suburban Railway in the 
case affecting its rates in the Belleville (Ill.) district. The 
finding of the master in chancery, which was against the 
railway company, is rejected by Judge Francis M. Wright, 
who sustains the exceptions filed on behalf of the company 
to the report of the master. 

The peculiar feature of the case is shown by the accom- 
panying map, which indicates the original city limits of 
Belleville and the district over which the city extended its 
limits in order to increase arbitrarily the territory accessible 
for a 5-cent fare. For this purpose the city of Belleville 
annexed a strip of land 2000 ft. wide and 6 miles long. 
Prior to this act the company received a 5-cent fare within 
the city limits of Belleville and 5 cents additional fare be- 
tween the westerly city limits and Edgemont, the foot of 
the bluffs. The act of annexation was passed with the 
object of eliminating one of the two fares so that passen- 
gers could ride between any part of Belleville and Edge- 
mont for a single fare of 5 cents. As the City Council of 
Belleville passed an ordinance designed to effect this change, 
the company was compelled under the law to comply with 
the terms of this measure until it could be set aside. The 
maximum possible distance traversed, including a ride on a 
transfer on local lines in Belleville, was about 9 miles. 

The case has been in the courts for several years. The 
ordinance regulating the rate of fare was adopted by the 
City Council of Belleville on Nov. 2, 1908. The report of 
the master of chancery was filed in the court on Aug. 3, 
1911. The final decision of the United States Circuit 
Court disapproving the findings of the master in chancery 
was rendered on Jan. 10, 1912. 

The decision of Judge Wright in the case is in part as 
follows: 

DECISION OF THE COURT 

“The rule of the law by which we should be guided in a 
case like this may be stated thus: The State cannot by any 
of its agencies, legislative, executive, judicial or municipal, 
withhold from owners of property just compensation for its 
use. That would be a deprivation of property without due 
process of law. The law thus briefly stated is so elementary 
that it is unnecessary to cite authorities. 

“In a case like this it is first necessary to ascertain the 
present going value of the property involved: in order to 
have a proper basis upon which to compute the value of its 
use. The master by his findings has endeavored to do this, 
and it is upon such findings that exceptions are elaborately 
argued by counsel for both sides. 
considered the whole evidence upon this point and I am 
convinced that the master has reached a less valuation than 
that warranted and required by the evidence, and, while | 
have not determined, and it is not my intention to de- 
termine, the precise valuation to be adopted, inasmuch as 
that is unnecessary, having no power or authority to fix 
rates, | am satisfied that a fair valuation of the property 
concerned in this case should be not less than $650,000, and 
I may say that I would be better satisfied with a somewhat 
larger valuation. 

“Having reached a conclusion upon the present going 
valuation of the property concerned, we now give atten. 
tion to the earnings from the operation of the property 
concerned under the 5-cent fare regulation imposed by the 
ordinance in question. While Mr. Ludlam’s evidence as 
contained in Ixhibit 26 may or may not be subject to some 
doubt as to certain items being strictly operating expenses 
or something else, they have gone into the record as evi 
dence of operating expenses, and so far as I have discov- 
ered are not disputed by other expert testimony. 
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“Accepting, therefore, this statement as true, we ae 
average yearly receipts from the operation of the Dae 
concerned, under the regulation for a 5-cent fare, fe) 
$122,313, and the operating expenses $99,310, leaving a net 
return of $23,003 for depreciation and a fair return to 
the complainant on the value of its property. According 
to the evidence, depreciation will vary from 2/2 to 5 per 
cent. If 3 per cent is allowed here for depreciation, and. 
it seems certain the evidence will warrant that or more, we 
have $4,563 remaining to be applied as an annual return. 
upon property valued at $650,000. If the court 1s correct. 
in this conclusion, and I am satisfied it is justified in reach- 
ing it, is any argument needed to prove that the State, by 
its municipality, by its ordinance imposing the regulation of 
a 5-cent fare into the annexed strip of territory, 1s with- 
holding from the complainant, the owner of this private 
property, just compensation for its use, and thereby de- 
priving it of its property without due process of law? 
Surely no such argument is needful, for the very state- 
ment of it proves the case beyond the possibility of refuta- 
tion. 

“I ought to say in conclusion that if the natural growth 
of the city of Belleville required the extension of its limits- 


Scale of Miles 
hy We 4 


RSS Old City of Belleville 
Newly Annexed Portion 


Map Showing Old and Annexed Portion of Belleville and 
Portion of East St, Louis & Suburban 
Railway Affected 


in a reasonable manner, no doubt exists in the mind of 
the court that a 5-cent fare, as is usual in almost every 
city, would have been sufficient because of such natural 
growth in business and population. No such natural growth 
is apparent in this case, and while it is conceded that the 
city had the naked legal right to annex this long, narrow 
strip of territory, containing complainant's road, still there 
was no overruling necessity, public or otherwise, for such 
annexation, and, as was said by the Supreme Court of 
Mlinois in City of Belleville vs. St. Clair Turnpike Com- 
pany, 234 Ill. 428: ‘The means employed bear no real sub- 
stantial relations to public objects. They are manifestly 
arbitrary and unreasonable beyond the necessities of the 
case. It is the duty of the court therefore to disregard 
mere forms and interfere for the protection of rights in- 
juriously affected. Under the pretense of regulation ap- 
pellee attempted to take from appellant essential tights and 
privileges conferred by its charter.’ 

“I have thus quoted from the Supreme Court of Illinois 
to show that this annexation had no real or substantial 
relation to public objects in its opinion. If that is true, as 
that court has said, then the public, the citizens of Belle- 
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ville, had no great interest i 
fare of the railroad into the 
for their benefit it was mad 
the outside traffic be benefit 
alluded to at the close of t 


ia eo pte the court has already given, but as a 
urther duty of the court, in addition, as the court believes 
to the natural equities of the case, to disregard mere forms 
and interfere for the protection of rights injuriously af- 
fected. ; 

“The exceptions of the complainant to the findings and 
conclusions of the master will be sustained, and a ceneral 
finding of the equities of the cause may be entered for the 
complainant and a decree may be prepared for the com- 
plainant as prayed in the bill of complaint.” 

TERMS OF THE DECREE 

The decree says that the fare ordinance would, if en- 
forced, deprive the company of its right to just compensa- 
tion for the transportation of passengers on its railway 
lines within the city of Belleville and would deprive the 
company of its property without due process of law, and 
that the provisions of the ordinance regarding this company 
are unconstitutional, illegal and void. 

The city of Belleville, its Mayor, Council, officers and 
agents are therefore enjoined from enforcing any of the 
provisions of the ordinance against the company, from de- 
manding of the company payment of any penalty and from 
bringing any suit or suits against it for the recovery of any 
penalty imposed by the ordinance. 

The cost of the suit, including the master’s fee, is to be 
paid under the decree by the city of Belleville. 


n the extension of the 5-cent 
Edgemont strip, and it was not 
e, but more particularly would 
ed. This aspect of the case is 
hese reasons, not as an excuse 


ELECTRIFICATION OF THE BUTTE, ANACONDA AND 
PACIFIC RAILWAY 


Work is already started to effect the electrification of the 
Butte, Anaconda & Pacific Railway. This road comprises a 
total of 114 miles of single track, including main line, 
sidings and yards, of which 75 miles will be electrically 
equipped at once, leaving the tracks on Butte Hill to be 
operated temporarily by steam. It is the intention com- 
pletely to equip the entire system as soon as possible. 

This Montana installation is notable because of the fact 
that it is the largest installation in the world in which 2400- 
volt direct-current locomotives will be used. There are some 
direct-current installations in Europe using 2400 volts or a 
higher potential on the trolley, and as high as 1500 volts is 
in use in this country, but the Butte and Anaconda installa- 
tion will be the first of any magnitude to utilize such high- 
voltage direct current. The General Electric Company will 
furnish the entire electrical equipment for this road, and 
work is already under way at the company’s plant for the 
building of the electric locomotives, substation and auxil- 
iary apparatus. The work on the overhead trolley construc- 
tion will commence as soon as frost is out of the ground, 
and it is hoped to complete the entire electrification and 
have the road in operation electrically within a year. 

Fifteen 2400-volt direct-current locomotives, each weigh- 
ing 75 tons, are being built to take care of the freight 
movement between Butte and Anaconda, consisting prin- 
cipally of ore trains. These locomotives will run in 
groups of two, hauling 3500-ton trains against a ruling 
grade of 0.3 per cent in the prevailing direction of traffic. 
Single locomotives will make up trains in the yards and will 
spot cars. Two additional electric locomotives of identical] 
design, except for a high-speed gear ratio, will be used to 
haul the regular passenger trains between the two cities. 

This road now employs twenty-eight steam locomotives, 
all of which will be replaced by electric locomotives with 
the exception of five engines, which will be retained for 
- temporary service on Butte Hill. 

Power will be furnished by the Butte Electric & Power 
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Company to two substations located at Butte and Anaconda 
respectively, each station being equipped with two rooo-kw 
motor-generator sets and auxiliary apparatus. The locomo- 
tives will draw current from an overhead catenary trolley. 
Phe advantage of high voltage is shown from the fact that 
the two substations are located 26 miles apart and the 
amount of feeder copper required is very moderate in spite 
of the weight of the trains. 


WELFARE WORK IN DENVER 


The Denver City Tramway Mutual Aid Association has 
been in existence for the past nine years, and during that 
time it has distributed $50,000 among its members. Up to 
date the portion of the expenses of the association which 
have been defrayed by the company has been $28,000. The 
dues per employee are 50 cents, 75 cents or $1 per month, 
and for this the employee gets a life insurance of $500, $750 
or $1,000, according to the class in which he is in, and a sick 
and accident indemnity at the rate of $3, $4.50 or $6 per 
week. The company pays into the association $25 for every 
$100 paid into it by the members and also guarantees the 
life insurance payments from the fund. The company also 
pays the operating expenses of the organization. 

In addition, the company pays a pension to superannuated 
employees, who receive $15, $20 or $25 per month, accord- 
ing to the wages formerly received by them, All uniformed 
employees are entitled to the $25 per month payment. The 
minimum period of service required for eligibility to this 
fund is fifteen years, and the minimum age at which an 
employee may be pensioned is sixty-five years. Retirement 
is compulsory at seventy years of age. 

The welfare work of the company also includes a hospital 
association, with a membership fee of 50 cents per month. 
This provides free medical service and medicines in case 
of sickness. 

In the monthly Bulletin for January, 1912, issued by the 
Denver City Tramway, from which these figures are taken, 
other phases of the relations of the company and its em- 
ployees are described. The Bulletin is now in its fourth 
year of publication and has grown from a sixteen-page 
sheet to forty-eight pages and has undoubtedly been a 
valuable means in raising the efficiency of the employees. 
One feature of it is the publication in each issue of the 
car register records of each employee for the preceding 
month. The company uses the Ohmer register and arranges 
these records by divisions, so that there is a competition 
between each division for the highest records, as well as 
between individuals. The percentage is obtained by divid- 
ing each conductor’s total errors by the number of days in 
which he worked during the month and then deducting this 
average number of errors per day from 100. The average 
for the entire system during December was 95.92. In dis- 
cussing these averages the Bulletin commends this figure 
and, in a semi-jocose way, points out some of the errors by 
which individuals brought down their own records and 
those of their division. Beginning this year also, the com- 
pany will follow the same plan to publish comparisons by 
divisions of flat wheels made during the month. Out of a 
total car mileage during December of 982,429, there were 
120 flat wheels. This gave a mileage per flat wheel of 
8187 and 12.22 flat wheels per 100,000 car miles. This com- 
parison is also published by divisions, and a rivalry will 
undoubtedly be created between the different divisions, just 
like that which exists as regards register records. 

The Bulletin is not confined to the publication of com- 
petitive records only. It contains talks with the men by 
officers of the company, superintendents of different di- 
visions and instructors, suggestions by the men themselves, 
personal and obituary notes, bulletins issued by the super- 
intendent of transportation, and other matter of interest to 
the rank and file among the men. 
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Canadian Electric Railways” 


7 nf 5 7 ee Nf 
Official Statistics, Just Available, Show Increases in Gross and N 


et Earnings, as Well as in Investment, Trackage and 


Number of Cars—Accidents Relatively Decreased. 


BY Ja Le PAYNE; COMPTROLLER OF STATISTICS, DEPARTMENT OF RAILWAY 


The official statistics for the year ended June 30 last, 
which it has been my privilege to compile, show that the 
electric railway interests of Canada are in a highly satis- 
factory position. The increase of first main track was 
174.66 miles and of second main track 17.35 miles—in all 
192.01 miles. This addition brought the total of first main 
track mileage up to 1,223.73. The new systems put in 
operation during the statistical year were wholly in the 
Western provinces, and a considerable volume of con- 
struction work was in progress in Saskatchewan and Alberta 
before the winter set in. With the rapid settlement of the 
prairies and the associated development of commercial cen- 
ters it is inevitable that electric railways will multiply in 
that section of the Dominion. The steam railway is always 
the pioneer, but it is the peculiar mission of the electric 
railway to meet transportation needs at a point beyond 
which the other cannot go. The settlement of the West 
by sturdy producers and consumers creates a demand upon 
the industrial cities of the East, out of which grows the 
extension of suburbs and the demand for tramway facilities. 

Capital liability expanded with track mileage. To 
capital stock there was added $3,597,377, and to bonds 
$5,990,291—in all $9,587,668. Table I shows the changes 
in this regard for the last five years. 


Taste I.—CHANGES IN Stock AND [onps. 


1907. 1908. 1909, 1910. 1911. 
SHOGhe Goo $43,491,746 $50,295,266 $51,946,433 $58,653,826 $62,251,203 
Funded debt 31,166,976 37,114,619 39,658,556 43,391,153 49,281,144 


S AND CANALS, DOMINION OF CANADA 


porations in Canada are in a highly prosperous state and 
their shares are quoted at a considerable premium. This 
situation brings to mind the hesitating attitude of investors 
toward electric railway securities not longer than twenty 
years ago, when it was believed that the snow problem pre- 
sented insuperable obstacles to successful and profitable 
operation. In Ottawa, for example, it was difficult in 1892 
to find buyers for common stock at par. To-day the 
original shares are worth over 300. 

Operating expenses for 1911 aggregated $12,096,134. 


For 1910 and 1gt1 the distribution was as shown in 
Table IV. 
Taste I1V.—DiIstriBuTION OF OPERATING EXPENSES. 
1910. 1911. 

Maintenance of way and structures........ $797,895.03 $920,874.93 
Maintenance of egquipment......5-s...-<s 1,532,542.87 1,758,289.10 
Operations of power plant.5....sce00s0+ss 1,586,927.37 2,001.543.00 
Operation OF Card ts asc wc oe = ve oe ee alert 4,814,761.63 5,768,085.10 
Gérlerall vac op eee aise a abas.e oe epee ato eae 1,406,943.49 1,610,058 62 

TOtal 2 Wark ne oa sta oles nee erste $10,139,070.39 $12,096,134.22 


The operating expenses were equal to 59.42 per cent of 
the gross earnings from operation, which was 0-13 higher 
than for the preceding year. 

The public service of electric railways in I9I1I was 
shown in the transportation of 426,296,792 passengers and 
2,496,072 tons of freight. The growth of passenger busi- 
ness has been marked, as will be seen from the statement 
of numbers in Table V. 


Gross earnings from operation for the year amounted to 
$20,356,952, showing an increase of $3,256,162 as compared 
with 1910. These earnings came from the following 
sources: Passengers, $19,130,376; freight, $744,179; mails 
and express, $88,233; other car earnings, $100,930; adver- 
tising, $66,147; rent of buildings, etc., $22,552; rent of 
tracks, $13,651; rent of equipment, $58,625; sale of power, 
$43,698; and other earnings, $88,560. Table II shows the 
steady growth of gross car earnings since 1906. 


Taste II.—Gross Car Earninocs. 


1907. 1908. 1909. 1910. 1911. 
Passenger$12,013,421 $13,233,724 $14,080,755 $16,125,944.72 $19,130,376 22 
Freight 344,367 346,021 386,092 575,536.84 744,179.11 
Mails and 
5 coprees 41,951 54,883 110,452 68,604.11 88,233.13 

ther 
earnings 233,190 372,421 34,185 51,241.07 100,930.12 


Total. .$12,630,430 $14,007,049 $14,611,484 $16,821,376.74 $20,063,718.58 


The results of operation for 1911 are given in Table III. 


TasLe I1I.—Comerinep Resutts or OPERATION FoR 1911. 
Earnings and income— 
Grossseat nines! from) operation... ssw veeu. seuneece san 


i 20,356,951.70 
Miscellaneous income : ; 


1,683,336.35 


: $22,040,288.05 
Operating BRDGMSES Po 5 stipe eusie a a:ninitin ea els $12,096,134.22 
Deductions from income— 


MAO S Msgs try: of = iedeta-ancs ey Comte een eee rs Tate 1,437,045.07 
Imterest om wunded cdebty,ss.s0s naveeats 1,622,780.11 
Interest on “floating debts...i\.euce ccs: 157,843.38 
(Obeesse akstoharetn lose) Ss Gimvin wtagiacn cla paarec. 135,149.97 15,447,952.75 


Net income ~ $6,592,335.30 


It will be observed that this net balance was equal to 
10.6 per cent on the outstanding stock issue. Inasmuch, 
however, as several systems showed a loss for the year, the 
actual result for dividend-paying roads was considerably 
better. I may say that all the larger electric railway cor- 


Taste V.—Torats or PassenGcers CARRIED. 


120,934,656 
137,681,402 
155,662,812 


273,999,404 
299,099,309 
314,026,671 
360,964,876 
ee ee ne se ee pe 426,296,792 


It must be remembered that practically the same condi- 
tions have developed in Canada as have prevailed in the 
United States for some years past. That is to say, the elec- 
tric railways have found it profitable to establish or en- 
courage suburban pleasure resorts, to which millions of 
passengers in the aggregate are attracted during the sum- 
mer months. Hence it has happened that while the track 
mileage has been barely doubled in ten years the number 
of passengers carried has more than trebled. This large 
increase in the passenger business has not, of course, been 
wholly due to that cause, but it has been in considerable 
measure, 

In a short article which I contributed to the ELrcrric 
RAILWAY JOURNAL a year ago an effort was made to pic- 
ture the conditions which had led to the development of 
rural lines and the carrying of freight. The traffic of that 
nature in 1gir went far ahead of previous years, and it 
may be assumed with safety that it will henceforward 
show steady growth. This business is not like that of the 
steam railways, and if there were not electric facilities it 
would have to be done in smaller volume by ordinary 
vehicles. To some extent it represents a form of market- 
ing. The electric lines, in fact, may be said to have created 
this special traffic by the exploitation of districts suitable 
for fruit culture and other forms of perishable products. 
Farmers have thereby been induced to produce for the 
market on a larger scale than they would have done if 
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dependent upon the common methods of tr 
and specialists have also come in to take ady 
business opportunities thus presented. This 
ment has been a most interesting and significar 
tion of the commerce which follow ‘i 
carrying facilities. 

The additions to equipment were 
growth of track mileage and traffic. 
are instructive, because they show the classes of rolling 
stock which are in demand. For example, the number of 
open cars has declined, while the number of closed cars 
suitable for all seasons of the year, h e 


insportation, 
antage of the 
whole move- 
it demonstra- 
S upon the creation of 


in proportion to the 
The facts in detail 


Sa as increased. The 
acts a ‘ mj etail f > pas i 

re shown in detail for the past three years in 
Table VI. 

Taste VI.—Cnances tx Rowunc Srocr. 
1909, 1910 ¢ 

Passenger cars, closed ..... 2.0... ecccecse. 1,689 | 795 Legs 
MOEN OGRE, ODEN msc one cccc cc. tc A 1,017 “994 900 
Passenger ears, combination ............... 337 337 455 
SUES Sa Rm pea ii nnn ees 152 282 357 
Mail express and ba ghee oe 20 “25 33 
Combination cats, passenger and freight..... 7 , “5 
RRM MN rE. States ou ne ee a 85 87 108 
ReMi one bce ke 54 62 60 
CRE IR EES ire ar Se CaN iy Sosy ee sce, 90 97 106 
PMPOMMMMPMERS FOV s a 5s ae se ccobk a Gece 93 103 236 

UM Foie en co ld on dae cc oS SAA 3,789 4,325 


An increase of 30 per cent in the number of employees 
and one of 35 per cent in the aggregate of salaries and 
wages paid are the natural results of the conditions in- 
dicated in preceding paragraphs. That the percentage of 
remuneration went higher than the ratio of numbers was 
due to the persistent advance in wages which employers 
of all classes have been compelled to meet during recent 
years. I have not been able to work out the calculation in 
such a way as to make a definite statement in figures, but 
I am convinced that on the whole the steam railways have 
been called upon to pay relatively a little more for labor 
than have the electric lines. There is this difference, how- 
ever: To the electric railways wages represent over 70 per 
cent of total operating expenses, while with steam roads 
the percentage is below 60. 

The total number of employees in I9II was 13,671, as 
compared with 10,537 in 1910. The aggregate of salaries 
and wages paid was $8,559,215, or $2,242,438 more than 
for the preceding year. The volume of remuneration was 
equal to 70.76 per cent of operating expenses, as against 
62.30 in 1910. This is a greater advance than the steam 
railways were required to meet in any single year, and the 
fact has a very broad and grave significance. Let me say 
here that for both steam and electric railways in Canada 
the classifications and schedules governing statistics are 
identical with those of the Interstate Commerce Commis- 
sion, so that comparisons may be made with absolute 
accuracy and safety. 

The record of accidents is relatively less distressing than 
in other years. While 102 persons were killed, as against 
95 in 1910, the life of but one passenger in every 38,754,254 
was sacrificed. That proportion has been equaled in only 
one year, 1901, in the history of Canadian electric railways. 
In 1905 it was as high as one in every 6,782,243. The num- 
ber of persons injured was 2670, which was better than the 
average. : 

I have studied the returns regarding accidents with great 
care for a period of years, and it has been impossible to 
find a constant law in operation. Theoretically, the risk is 
in proportion to the number of passengers carried, but in 
practice the results are quite different. In 1905, when 
203,467,317 passengers were carried, the death list footed 
up 30; in 1911, when 426,296,792 passengers were carried, 
the fatalities were but 11. The only law which appears to 
be persistent is this: That the killing or injuring of per- 
sons classified as “others”—that is, those who are neither 
passengers nor employees—is in a fairly definite propor- 
tion to the car mileage. 


ELECTRIC RAILWAY JOURNAL. 


243 


CO-OPERATION OF EMPLOYEES IN THE ACCIDENT 
REDUCTION MOVEMENT 


. The prevention of industrial accidents was made the sub- 
ject of an illustrated lecture by Robert J. Young before the 
Western Society of Engineers at Chicago on Jan. 22, Mr. 
Young is at the head of the central committee on safety for 
the Illinois Steel Company, and he brought out the some- 
What surprising fact that, largely by getting the co-opera- 
tion of the employees, only one-third as many accidents 
were occurring as before the movement started. 

The Illinois Steel Company started the safety movement 
about ten years ago, and the satisfactory results have been 
made more and more evident every year. They cover all 
pulleys, gears, shafting, in fact everything that offers a 
point where workmen could catch their fingers or clothing. 
Platforms with handrails have been provided at all danger- 
ous points where it is necessary for men to walk. Viaducts 
have been constructed over all tracks and machinery where 
it is necessary for employees or others to cross. Methods of 
either blocking or guiding pedestrians have been installed 
at all dangerous points. Wells have been grated, safety 
bells and lights installed, extremely hot places where work- 
men are required to work have been shielded, and all tools 
have, as far as possible, been made foolproof. Workmen 
employed at emery wheels and engaged in light chipping 
are required to wear goggles, and those employed in chip- 
ping large and heavy castings are required to wear special 
wire-mesh hoods. 

In addition to the installation of safety appliances a gen- 
eral safety movement has been inaugurated and safety com- 
mittees from the employees as well as from the manage- 
ment have been organized. The organization of these nu- 
merous committees has probably done as much, if not more, 
for the company’s welfare than any other one thing. They 
consist-of one elected by the workmen from their fellows, 
one elected by the foreman, known as a division committee, 
and one elected by the management, known as the central 


- committee. 


The fact that the workmen have their own representa- 
tives who are in a position to take up safety measures with 
their superiors’ committees has established an esprit de 
corps among the workmen to a marked degree. 

Prizes are given to various departments as a reward for 
keeping their accidents below a certain percentage. 

The safety committees make regular inspections and 
remedy all defects at once where the expense involved is 
not large. Wherever proper provision for preventing acci- 
dents requires a large expenditure the matter is referred 
with recommendations to the safety committee of the man- 
agement. It has been found that the workmen take quite 
as much interest as their safety committees in the upkeep 
of safety appliances and in the installation of new devices 
at dangerous points. Naturally this has resulted in keeping 
the whole movement up to the highest standard of efficiency. 

The matter of accident prevention in a small shop is, of 
course, by no means so serious as in a mill employing a 
large number of unskilled laborers. However, it is seldom 
that any plant is so small, so well equipped and manned by 
such careful workmen that no preventable accident ever 
occurs. Getting the co-operation of the workmen in the 
matter appears to be feasible. The methods used by the 
Illinois Steel Company are’ worth a trial in any shop, no 
matter how small. 


Some years ago a Western steam railroad tried using a 
stream of water instead of sand to increase adhesion be- 
tween driving wheel and rail. The experiment was suc- 
cessful, but the plan had to be abandoned on account of. the 
ice formed in cold weather. Its object was to avoid the 
great increase in train resistance which occurs as the cars 


are hauled over a sanded rail. 
4 
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ADAPTATION OF MOTORS TO SERVICE CONDITIONS 


W. SQUIER, ASSISTANT ENGINEER MECHANICAL DEPART-— 
MENT BROOKLYN RAPID TRANSIT COMPANY 


BY 3G. 


The growing demand for light-weight cars and equip- 
ment has induced engineers to attack the problem along 
several lines which promise advantageous results. The 
paper by J. L. Davis, at the Milwaukee meeting of the 
Wisconsin Electric Association, published in the ELEcTRIc 
Rattway Journat of Jan. 20, suggests the following ques- 
tions: 

What are the limitations, advantages and possibilities of 
field control for railway motors? 

What is the proper gear ratio for a particular service, 
and should the gear ratio be changed with a change in 
service conditions? 

To what extent should the mechanical design of any 
particular type of motor be strengthened to correspond with 
the increased electrical output which can be obtained by the 
use of heatproof and fireproof insulation and artificial 
ventilation? 

FIELD CONTROL 

Field control for motors used in city and suburban service 
presents possibilities and no doubt can be used with success 
in motors of the interpole type. By so doing, however, are 
we not going to lose the benefits which we have derived 
from using the interpole type of field? In the early types 
of railway motors, where speed control was secured by a 
variation in the strength of the field, trouble was experi- 
enced because the distortion created by armature reaction 
when the motor was operating with a weak field prevented 
it from commutating satisfactorily. On the other hand, if 
the field is made adequate for good commutation when the 
motor is running at the high speed, and lower speeds are 
secured by an increased density of the magnetic flux, then 
the field core dimensions and the diameter and length of the 
armature must be proportionately increased, so that we 
shall have a heavier instead of a lighter type of motor. 

The desirability of field-controlled motors for a given 
service depends upon the range of speed desired. A careful 
analysis of the operating conditions of any road will deter- 
mine what range of speed is necessary to maintain the 
schedules properly. If the requirements in regard to range 
of speed are not found in the present design of series mo- 
tors, then field control may be adopted with propriety. 

In checking over the service conditions of a large system 
which operates cars in city service I find that 30 per cent of 
the mileage made is in congested sections where a schedule 
speed of 7 m.p.h. is as high as can be maintained; 45 per 
cent of the mileage is in sections where a schedule speed of 
from 8 m.p.h. to 9 m.p.h. is the highest practicable, and the 
remaining 25 per cent of the total mileage is in sections 
where the cars can be operated at their maximum speed. 
It is in this last section only that field control might prove 
advantageous. The period during which cars can operate 
at maximum speed is very short, however, because the 
average number of stops made even in such a section is 
seven per mile. In addition, it is necessary to lower the 
speed about twice per mile. 

If we consider a run ro miles long, then but 2!%4 miles of 
this distance would be available for the operation of motors 
with reduced fields. The present equipment operated on 
the system in mind will make a schedule speed of 13 m.p.h. 
in the maximum speed section. This would give an average 
schedule speed of 8.93 m.p.h. for the complete run. If we 
consider 20 per cent as the allowable increase in schedule 
speed for motors with field control, then such motors will 
have a schedule speed of 15.6 m.p.h., instead of 13 m.p.h., 
while in the section where the maximum speed is per- 
missible. By the use of field control, therefore, we would 
increase the average schedule speed for the complete run 
from 8.93 m.p.h. to 9.18 m.p.h. or 0.25 m.p.h. If we desired 
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to obtain this increase in schedule speed without the use 
of field control, it would be necessary to decrease the gear 
ratio and consequently to increase the energy consumption. 
The difference in energy consumption required by the two 
methods would determine, of course, their relative desira- 
bility. 

For a strictly city service field control does not offer the 
saving that could be expected in a mixed city and suburban 
service. Any decrease in energy consumption would be 
offset to some extent by the higher first cost of motors 
which were arranged for field control. Such motors would 
also have a higher maintenance cost, owing to the addi- 
tional motor leads and to the extra wiring which would be 
required in the control circuits. 

CHANGES IN GEAR RATIO 


On lines where stops are frequent the ability of a motor 
to accelerate rapidly is more important than high maximum 
speed. Hence the determination of the proper gear ratio 
for the service required is very necessary. As the service 
has become more exacting, several roads have had to change 
the gear ratios of their motors. The accompanying table 
shows the operating conditions which led to an increase in 
the gear ratios of the motors on one road, after a detailed 
study had been made into the relation of schedule speed to 
energy consumption. This investigation showed that the 
period when cars could operate at maximum speed was so 
brief that certain increases in gear ratio could be made 
without affecting the schedules. The figures in the table 
are based on tests made six years apart, and they present 
comparisons of energy consumption and speeds before and 
after the change in gear ratio was made. They also show 
the increase in service requirements due partly to the rapid 
growth of suburban districts. 


Tests Made in 
1911. Gear ratio 


Tests Made in 
1905. Gear Ratio 


Average number of stops per mile........ ° 

Average number of slow-downs per mile.. 7.9 72 
Schedule speed; amph. o. .c<<«ves sew cues 8.2 8.1 
Woatt-howrs per car mile. won seas wonluee we 2672 2640 
Watt-hours’ per tom milél... sas weveveccus 150.6 134.6 


increased the cars maintained nearly the original schedule 
speed with three stops more per mile, yet the energy con- 
sumption was 10 per cent less per ton mile. The saving 
accomplished by this change has been considerable and 
shows what may be done by altering an old gear ratio to 
meet new conditions. 


RELATION BETWEEN MECHANICAL AND ELECTRICAL CAPACITIES 


The present tendency is to purchase material for car 
equipment and maintenance on a more scientific basis than 
in the past. The buyer now gives more consideration to 
the strength and wearing qualities of the material involved, 
and his specifications are drawn so as to obtain the material 
that will give the most positive and efficient service. The 
many roads that are willing to pay more for material have 
the right to expect a guarantee of fewer failures, higher 
efficiency and longer life to compensate for greater first 
cost. 

Designers may increase the safe working temperature of 
railway motors by the use of heat-resisting insulating mate- 
rial, and they may also increase the current-carrying capac- 
ity of the motors by artificial ventilation. But these in- 
creases in electrical output will produce greater mechanical 
strains, and stronger and heavier construction will be re- 
quired. The present design of the railway motor is the 
result of years of development and experience. If it can 
be improved or lightened by the use of higher grade mate- 
rials in construction, the change will certainly be welcomed 
by operating engineers. But safety and efficiency should 
be the ultimate aim, and any economies which may be 
effected should be along lines which will add to these funda- 
mental qualities, that is to say, without any impairment of 
the strength of the motor. 
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ANNUAL REPORT OF NEW YORK SECOND DISTRICT 
COMMISSION. 


The report of the New York Public Service Commission, 
Second District, covering the year 1911 reviews the opera- 
tion and existing conditions of more than 1000 corporations, 
with a total capitalization of $4,517,718,440. 

The public service corporations under the jurisdiction 
of the commission are 184 steam railroad corporations, 124 
street railroad corporations, seven express companies, one 
sleeping car company, 294 electrical corporations, 143 gas 
corporations, fifty combined gas and electrical corporations, 
ten telegraph corporations and 142 telephone corporations. 

During 1911 the commission had presented to it 2321 
propositions, as against 2059 in 1910, 1845 in 1909 and 1606 
in 1908, making a total during the four years of the com- 
mission’s existence of 7831. In 1911 the commission dis- 
posed of 258 applications of various kinds, 314 formal com- 
plaints, 1593 complaints which were conducted by corre- 
spondence and seventy-seven orders to show cause. Five 
hundred and seventy-two public hearings were given, as 
against 554 for the year 1910 and 415 for the year 1909. 
The number of days occupied by hearings was 285, as 
against 196 in 1910. The cases referred to above, of course, 
do not take into account several thousand matters of corre- 
spondence between the public and the commission. 

The total operating revenues of the steam railroads, both 
in and out of the State, amounted to $463,144,606, an in- 
crease of 3.2 per cent over the revenues of the fiscal year 
ended June 30, 1910. The operating expenses were 
$319,524,803, or an increase of 8&5 per cent over the ex- 
penses of the preceding fiscal year. The increased revenues 
were in this way more than absorbed by the increased ex- 
penses, and the net revenues are 7 per cent less than they 
were for the year ended June 30, 1910. They are, however, 
considerably greater than they were in 1907, 1908 or I9g09, 
exceeding the net revenues of the latter year by 6 per cent. 

INCREASE IN TOTAL STREET RAILWAY REVENUES 

Attention is called to the very healthy growth in the total 
operating revenues of electric street railroads in the Second 
District. In 1907 the total was $19,293,052 and in IgII 
$26,979,399. The net revenues from railroad operations 
during the same period have increased from $6,821,197 to 
$10,289,682, or 50 per cent. The figures indicate that there 
has been a steady growth in the operating revenues of the 
electric railroads for the past five years. The percentage 
of increase during the last year over the preceding one was 
8 per cent. Operating expenses increased 4 per cent and 
the net revenues from railroad operation for the year were 
15.1 per cent greater than for the preceding year. The 
electric railroads carried during the year 542,695,000 pas- 
sengers. a 

For the fifty larger companies selling electricity exclu- 
sively the operating income—that is, the gross operating 
revenues, less expenses and taxes—for the year ended Dec. 
31, 1910, showed an increase of 28.7 per cent over the 
preceding year. For the thirty-nine larger companies sell- 
ing both electricity and gas there was an increase in the 
corresponding period of 24.6 per cent, while for the fifteen 
larger companies selling gas only there was an increase of 
21.7 per cent. The report indicates that while the gas com- 
panies are holding their own in the matter of revenues they 
are not making the same progress as the electrical 
companies. ; } ; 

The report shows that among electric railroad, electrical 
and gas corporations 117 are now paying dividends, as 
against eighty-two in 1910, and seventy-three in 1909. 

During the year the commission authorized the issuance 
of stock, bonds and other evidences of indebtedness to the 
amount of $162,581,718.52, as against $151,000,000 in IgIo, 
$142,000,000 in Ig09 and $92,000,000 1n 1908. The total 
amount authorized is $366.46G.507. 
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STREET RAILWAYS 

During the year, with the limited force which the com- 
mission has employed in street railroad inspection, forty- 
two street railroads were inspected as to physical condition, 
methods of operation and equipment. The mileage of elec- 
tric railroads in the district is 2722.0, 

Reports of the operation of the high-speed interurban 
roads in the State fail to show a passenger or employee 
killed in collisions. The commission comments that this is 
a remarkable record and reflects great credit upon the em- 
ployees and managers of these roads. The result is due 
to the class of motormen and conductors employed and 
their faithful and proper performance of duties, to the 
efhciency and ability of the operating officials of the roads, 
and in no small degree is the result of improved methods 
of operation which the commission has been urging and 
requiring. 

Attention is called to the accidents at grade crossings 
of street railroads. During the year nine such accidents 
occurred, in which five people were killed and seven seri- 
ously injured. The construction of improved highways 
throughout the State and the largely increased number of 
automobiles in use warrant the assumption that such an 
increase will continue. The cause of these accidents, the 
commission believes, is in a majority of cases reckless 
automobile drivers. During the year thirty persons were 
killed and seventy-eight injured on interurban roads. and 
thirty-eight killed and 1559 injured on city roads. The 
comparatively large number of persons shown as injured 
on the city roads is accounted for by the requirement that 
in reporting such accidents even those receiving slight 
injuries or nervous shocks are mentioned. 

During the year the commission completed a thorough in- 
vestigation of street railway conditions in the cities of 
Syracuse, Albany and Ithaca. In Syracuse and Albany 
greatly improved conditions have already been brought 
about, and in Schenectady, where the investigation was 
made the year previous, extensive improvements have 
been made following out the commission’s recommenda- 
tions. In the city of Ithaca the investigation has just been 
completed and important recommendations have been made 
as to improvement of service. Important improvements in 
the operation of the Hamburg-Buffalo division of the Buf- 
falo & Lake Erie Traction Company’s system have also 
been made as the result of recommendations by the com- 
mission. . 

RAIL BREAKAGES 

The commission has given considerable attention to the 
matter of rail breakages, and reports made to the commis- 
sion by various steam railroads show that the total num- 
ber of breakages for the year ended June 30, IQII, was 
3228, as against 3670 for the year ended June 30, 1910. As 
there are probably somewhat more than 4,000,000 rails in 
the main tracks of the railroads of the State, the figures 
this year correspond to a yearly breakage of about one rail 
in 1250, or one break per year in each 3.8 miles of single 
track. 

Attention is called to the fact that a large proportion of 
rail breakage on lines using electric track circuits has been 
detected by interruption of the circuits and the consequent 
setting of signals of danger, and there appears to be no 
doubt that a considerable number of accidents have thus 
been prevented. 

REAR-END COLLISIONS 

The commission calls attention to the fact that improved 
signaling has apparently failed to reduce the danger of 
collision to the extent which has been expected. Rear-end 
collisions are too frequent even under the best signaling 
systems thus far devised, and the attention of the inspectors 
has been given to possible methods of improving signaling 
arrangements or the methods of discipline which tend to 
better observance of signals by employees with a view to a 
reduction in this class of accidents. 
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FURTHER TESTIMONY IN BUFFALO REORGANIZA- 
TION CASE 


F, A. Sager, of the Arnold Company, Chicago, testified 
before the New York Public Service Commission, Second 
District, at Buffalo on Jan. 19 in reference to the plan of 
reorganization of the International Traction Company. An 
earlier hearing in this case, at which Bion J. Arnold pre- 
sented a report outlining the plan for reorganization, was 
reported in the issue of the Erecrric RatLway JOURNAL 
for Oct. 21, 1911. At that hearing Chairman F, W. Stevens 
of the commission announced that consideration of the 
proposed reorganization would be deferred until additional 
figures could be prepared on behalf of the company show- 
ing the depreciated value of the property. The testimony 
of Mr. Sager on Jan. 19 dealt with these figures and with 
the methods by which they were determined. 

As at the previous hearing, various interests were repre- 
sented. Porter Norton, Thomas Penney and Morris Cohn, 
Jr., represented the new company; Charles K. Beek- 
man, of New York, the committee of bondholders of the 
International Traction Company, and H. D. Sanders the 
city of Buffalo. Mr. Sager, who had charge under Mr. 
Arnold of the work of making the appraisal of the prop- 
erty of the company upon which the plan of capitalization 
was based, testified in detail regarding the methods fol- 
lowed in the inventory of the physical property. He also 
explained at length the methods used in the determination 
of the depreciated value of the property at the present time. 

The figures on rail were determined by actual measure- 
ment of the wear and determination of the percentage of 
life remaining. The substructure of the track was allowed 
a certain number of years of life, depending on the type of 
construction used in the various parts of the system. With 
the power plant equipment, the amount of depreciation was 
determined from the age of the apparatus. The same plan 
was followed with the rolling stock and other parts of the 
equipment and with the buildings. The trolley wire was 
measured with a micrometer at a large number of places. 
The depreciated value of the poles was determined by com- 
putation of the age as well as by inspection in various places. 
No depreciation was allowed for real estate, and consid- 
erable testimony was offered on examination and under 
cross-examination as to the methods followed in the determi- 
nation of the values for property of this class. No deprecia- 
tion was figured for legal expenses, carrying charges or 
contingencies, on the ground that the franchises extend a 
long period and that the annual depreciation, if any should 
be allowed, would be at a very low rate. 

The present value of the physical property was computed 
by Mr. Sager at $19,469,293. This compares with a total cost 
new of $26,038,493. The present value, therefore, is about 
74/2 per cent of the cost new. The examination of the fig- 
ures involved in the determination of the amount of depreci- 
ation revealed some errors in computation and checking 
which changed the totals submitted originally. The cost new 
of the physical property, as stated at the hearing on Jan. 109, 
was a little more than the cost computed for the hearing 
on Oct. 18. The earlier figure stated was $25,957,015. The 
final estimate on capital value or investment in the property, 
brought down to April 1, rg11, would then be as shown in 
the accompanying table: 


Cost-new value of physical property now held and operated... .$26,038,493 
Capital charge against investment for property that has heen 


SUUPETSECE wih acct siavieam Nites GaN eure ta ee Ree Me en ie on i 5,736,000 
Total capital charge on account of physical property......... $31,774,493 
OU CimGSCOULE crm kes tyvercrva/ Abie le ole ake Rte eV TER CRC Ce ee 4,574,135 


HU KO Call Wurerereretey Messe eWeon ethers Neri. oik otic se ne on Gerie ee eter Merete $36,348,628 


Less amount deducted for capitalization of Erie Railroad lease. 320,000 
36,028,628 

PANG CAT CIC mars CHITIN. S MLO MN GL VUCHIvenPa sue: mh eve/e steely Ronee nanG ei alate eretenet anna ne aa a9 
ACT ale a ttalipuy Alt errs otter acs als x ela Caron retmaierarterte cee cne aiemere tee $44 462,104 


The accrued returns to date represent the amount by 
which the company has failed to earn 7 per cent from the 
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beginning of operation, plus the interest at 7 per cent on 
this deficit. 

Chairman Stevens of the commission asked a number of 
questions bearing on the work of inventory and appraisal. 
He made a brief statement at the conclusion of his examina- 
tion in which he said he did not question that the estimates 
were made on the basis of the judgment of the engineers in 
perfect good faith, but that the commission could not form 
any intelligent estimate of whether the appraisers agreed on 
those matters concerning which engineers disagreed, unless 
it knew more about the details. He asked, therefore, that a 
table showing the average lives used for different elements 
of property be furnished to the commission together with a 
statement of the unit prices used in the valuation of the 
superseded property. 

Chairman Stevens said he had no doubt whatever that the 
quantities stated in the inventory were just as nearly cor- 
rect as they could ever be. The engineers had evidently 
used great care and great pains in trying to determine the 
correct quantities. He had no doubt that if they should 
go over their work again they would get different quantities. 
It could not well be otherwise. The job was too big a one 
and too much detail was involved to permit an inventory 
with perfect accuracy. Mr. Stevens added that the commis- 
sion did not want to go over the appraisal and make a new 
one. It certainly would not make a new inventory. He did 
want, however, to have the commission’s engineer do a rea- 
sonable amount of checking on the appraisal and review the 
unit costs in the appraisal applicable to the existing prop- 
erty, together with the unit costs applicable to the super- 
seded property for which request was made at that time; 
the engineer would also make a study of the life tables used 
for the various parts of the equipment. The commission felt 
that it should not accept figures of such magnitude without 
careful checking by its own engineer. 

The hearing was then closed. 


HISTORY OF CENTER-DOOR CARS FOR THE NEW 
YORK SUBWAY 


In view of the hearing on the operation of center-door 
cars on the elevated lines of the Interborough Rapid Tran- 
sit Company held before the Public Service Commission of 
the First District, New York, on Dec. 22, 1911, it may be 
of interest to give a history of the conditions which led to 
the adoption of this type of car on the subway lines of the 
company. 

As is well known, the first rolling stock ordered for the 
subway lines was of the end-door type. The management 
soon realized that the heavy traffic requirements were im- 
posing a severe tax upon the entrance and exit facilities 
of this design and plans were considered for a center- 
door car. Mr. Hedley, then general manager of the com- 
pany, favored this type of car, but was overruled by E. P. 
Bryan, then president of the company, and the second lot 
of cars purchased were of the end-door type. Mr. Hedley 
did not give up his advocacy of the side-door car, however, 
and on Feb, 26, 1907, the directors of the company on his 
urgent plea finally agreed that fifty cars just ordered from 
the American Car & Foundry Company should be of such 
design that they could be changed to center-door construc- 
tion at minimum expense. A description of this car was 
published in the Street Rattway JournaL of March 14, 
1908. The company did not install the center doors in 
these cars immediately, as it did not wish to risk the intro- 
duction of such a radical innovation without the approval 
of the proper authorities. 

On July 21, 1907, the supervision of the rapid transit 
corporations of New York City was transferred from the 
Rapid Transit Commission to the then just created Public 
Service Commission. The first public hearing on _ side- 
doors before this commission was held March 4, 1908, or 


FEBRUARY 10, 1912. | 


SS eee 
ent ead es enter- oor operation. 
me rip Pe Ga engaged Bion J. Arnold to 
Biter cate he abel Mr. Arnold recom- 
eee ee Way service should have side 
borough Rapid Transit ee bho i ae eee 
cars would be impracticabl sor re i ee ee 
PAG con rss € and dangerous. Nevertheless, 

, P » the commission ordered the comp 
build sixteen end side-door cars. The first eight-car train 
was placed on trial Feb. 15, 1909, but was withdrawn on 
Feb. 27, 1909, for certain changes. This train was never 
returned to service because the company was unwilling to 
place it in operation without a definite order from the 
commission. 

On March 27, 1909, Frank Hedley, vice-president and 
general manager of the Interborough Rapid Transit Com- 
pany, held a conference with Commissioner Eustis at which 
he explained that he personally always had been in favor 
of center-door cars for subway express service, provided 
the cars were of the same length as those in service and 
were used only for the platforms of the express stations. 
He considered it dangerous to use them at the curved plat- 
forms of the local stations. By April 26, 1909, eight of the 
fifty cars previously mentioned were changed to center-door 
cars and placed in operation. 

In recognition of the improved service given by these 
cars the commission issued an order on May 14, 1909, which 
gave the company the option of using the end-side door or 
center-door cars. Two weeks previous to the issuing of 
this order the Interborough Rapid Transit Company had 
called for bids on 150 center-door cars. On June 4, 1909, 
110 cars of this lot were ordered from the American Car & 
Foundry Company, and on June 10, I909, the remaining 
forty were ordered from the Standard Steel Company. On 
the latter date, also, 100 additional cars were ordered from 
the Pressed Steel Car Company. At present center-door 
operation is confined to the express tracks in accordance 
with the practice originally suggested by Mr. Hedley. 
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TELEPHONE TRAIN DISPATCHING FOR PIEDMONT 
LINES 


The extensive 1500-volt d.c. Piedmont system of North 
and South Carolina, the traction equipment of which was 
described in the Erecrrrc RatLway Journav for Feb. 3, 
1912, has adopted the Western Electric Company’s ap- 
paratus for dispatching trains by telephone. The first 
branch, the Piedmont Traction Company, is to operate its 
cars over a 24-mile stretch of line extending from Charlotte, 
N. C., to Gastonia, N. C. There will be seven stations as 
well as eight semaphores of the new Western Electric 
selectively operated type. The second branch, the Green- 
ville, Spartanburg & Anderson Railway, will install tele- 
phone equipment over approximately 58 miles of road from 
Greenville, S. C., to Greenwood, S. C. Eleven way station 
equipments and eight semaphores will be used. The equip- 
ment to be employed is of the very latest type throughout, 
including the telephone contractor’s No. 50-B selector and 
necessary telephone apparatus and accessories. The new 
selectively operated semaphore is operated by the dispatcher 
by means of a selector key in the same manner that a way 
station is signaled. An “answer back” or audible signal 
informs the dispatcher when the semaphore has operated. 


SELF-PROPELLED CARS 


Through a transposition of names in quoting the speakers 
who discussed W. B. Potter’s paper on “Self-Propelled 
Cars” before the New York Railroad Club on Jan. 19, as 
published in the ELEctRIC Ramtway JourNaAL of Jan. 27, 
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Henri G. Chatain, of the General Electric Company, was 
reported as stating that “many of the present turntables 
could not handle 70-ft. cars, so that double-end operation 
was desirable.” This statement was made by F. C. Syze 
Baltimore & Ohio Railroad. Mr. Chatain has written that 


his opinion is quite the contrary of that expressed by Mr. 
Syze. 


ACCOUNTING FOR ABANDONED PROPERTY 


The Interstate Commerce Commission has filed a reply 
to the suit brought by the Kansas City Southern Railway 
recently in regard to the manner of accounting for an item 
of $523,063, representing the value of property abandoned 
in the reconstruction of track. The commission asserts that 
in the case of abandonment of railroad or property not re- 
placed in kind—that is, not replaced by a railroad serving 
the same territory and carrying like traffic—the cost of 
the abandoned road or property, less salvage, is to be 
credited to the property account and charged to profit and 
loss on the ground that its earnings are represented in 
operations of past years. This disposition casts the loss 
wholly upon the company. On the other hand, in the case 
of railroad or property abandoned and replaced in kind, 
the cost of replacement, less salvage, is to be credited to 
the property account and charged to operating expenses 
provided that, if the amount of the charge warrants the 
distribution of the loss over a series of years, the total 
amount may be charged to an account designated “property 
abandoned account.” 

The commission further states that this classification as 
promulgated represents the consensus of opinion of the 
Association of American Railway Accounting Officers. 


POWER IMPROVEMENTS IN LOUISVILLE 


The Louisville (Ky.) Railway has practically completed 
plans to erect and equip a power station in Portland. The 
work will be undertaken in the name of the Louisville & 
Interurban Railroad. It is also planned to transfer to 
it the work of supplying current for the Louisville & 
Northern Railway on the Kentucky side of the Ohio River. 
D. X. Murphy & Brother, Louisville, architects, are draft- 
ing plans for the structure, and F. H. Miller, superintendent 
of motive power for the company, has completed plans for 
the equipment. The building itself will be a one-story 
structure. Work upon it will commence within thirty days 
if weather conditions are favorable. According to Superin- 
tendent Miller, the initial equipment will include two steam 
turbines of 5000 kw capacity, but the structure will be 
erected to accommodate two more units, each of approxi- 
mately 10,000 kw capacity. Water will be taken from and 
discharged into the Louisville & Portland canal. Current 
will be distributed at 13,200 volts to the four substations 
now located within the city limits and five upon interurban 
lines. Two 2000-kw rotary converters will be installed in 
the new plant. 


Under the State civil service rules an open competitive 
examination will be held on Feb. 24, 1912, in various cities 
in New York State to fill the position of statistical clerk, 
Public Service Commission, Second District. The position 
is open to men only, and the pay is from $1,200 to $1,500 a 
vear, It is desired to secure a list of eligibles between the 
ages of twenty-one and thirty-five, who have had practical 
experience or special school or college training in handling 
statistics and accounts, particularly those of public service 
corporations, and who are experienced in handling cor- 
respondence. Persons who desire to enter this competition 
must execute formal application blanks and file same in 
the office of the State Civil Service Commission at Albany, 
N. Y., on or before Feb. 19, 1912. 
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AN IMPROVED HIGH-TENSION INSULATOR PIN 


The design of insulator pins for high-tension transmis- 
sion lines is.a matter to which as a rule very little atten- 
tion is given. The result to be obtained is simply the sup- 
port of the insulator and it is true that the simplest forms 
of construction, ranging upward from the plain wooden 
pin, can be used with reasonable success. It is also true, 
on the other hand, that the simplest forms of pins suffer 
from minor defects which may become serious, owing to 
the enormous number of pins which have to be installed. 
The charring of wooden pins generally used in the early 
days of high-tension transmission and the crystallization 
and fracture of steel pins owing to the reversing strains 
produced by swaying wires are cases in point. 

An improved high-tension insulator pin designed with 
the idea of making the pin absolutely permanent and pro- 
viding means for easily replacing insulators upon it is now 
being manufactured by the Electric Service Supplies Com- 
pany, of Philadelphia. It is called the Keystone truss pin 
and it is similar to the pin formerly made by this company 
with the addition of a separable thimble. 

As shown in the accompanying cut, the pin consists of 
six parts, including the insulator, which, of course, may be 
of any desired type. In making up the pin the short malle- 
able iron thimble 4 is cemented into the insulator either 
by the insulator factory or by the purchaser. The com- 
bined thimble and insulator forms a unit which is screwed 
on to the pin after the latter has been erected on the cross- 
arm or pole top. In case the insulator is broken it may 

’ be unscrewed from the pin and a new unit applied without 
disturbing even the paint on the cross-arm. The thimbles 
can, of course, be removed from broken insulators. 

The pin proper is composed of a malleable base D having 
a vertical hole cored in its center. The base is provided 
with a wide bearing on the cross-arm and lips extend 
downward from it on 
eachs side: or the 
cross-arm to prevent 
it from turning. The 
bolt B of 3%4-in. or %- 
in. steel is dropped 
through the _ cored 
HOlominmet news nas ce 
and the collar shown 
near the top sits in a 
recess at the top of 
the base casting. The 
nut / and washer FE 
are run onto the 
thread at the bottom 
of the bolt after the 
pin has been mounted 
on the cross-arm, and 
by tightening up with 
a wrench the whole 
pin is rigidly fastened 
in place. The com- 
bined insulator and 
thimble is then 
screwed in place on 
the threads at the top of the bolt and is held rigidly against 
the top of the base casting D. If it is desired to line the 
wire groove of the insulator the nut is loosened and the 
pin and insulator are turned as desired without moving 
the base. All side strains are taken by the wide bearing 
of the malleable-iron base on the cross-arm and no strain 
comes on the bolt except the tension required to clamp the 
base tightly against the cross-arm. The hole in the base is. 
in fact, cored considerably larger than the bolt in order to 
avoid any possibility that the latter will be subjected to 
bending stresses or have any tendency to enlarge the hole 

in the cross-arm. 


Parts of Insulator Pin 
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CALIFORNIA TYPE CARS FOR ONTARIO, CAL. 


The Ontario (Cal.) & San Antonio Heights Railroad 
has recently received three California type cars, as illus- 
trated, from the G. C. Kuhlman Car Company, Cleveland, 
Ohio. These cars are 38 ft. 8 in. long over the vestibules, 
26 ft. 3 in. long over the body. The bolsters are placed 
22 ft. 8 in. centers. Other dimensions are as follows: 
Width over all, 8 ft. 6 in.; width over the sills, 7 ft. 10 in.; 
height from rail to sills, 2 ft. 7 11/16 in.; height from sill 
to trolley base, 8 ft. 44% in. The car-body underframe ts 


ann 
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California Type Car for Ontario, Cal. 


of semi-steel construction and the rest of wood except that 
the headlining is of agasote. The weight of the car body 
alone is 20,120 Ib., and its seating capacity is forty. The 
seats, which are of Hale & Kilburn walk-over type, are of 
mahogany outside and of rattan inside. 

Each car is mounted on two Brill No. 39-E maximum 
traction trucks carrying two GE-210 motors. A notable 
feature of the electrical equipment is the use of K-11-H 
controllers with auxiliary contactors. The braking outfit 
consists of the National Brake Company’s Ackley hand 
brake and the General Electric Company's CP-27 air brakes. 
Other furnishings of the cars are Ohmer registers, General 
Electric headlights and Eclipse fenders. 


140,000-VOLT TRANSFORMERS FOR MICHIGAN 


About two years ago the Stanislaus Power Company, 
now the Sierra & San Francisco Power Company, had 
seven 138,500-volt transformers, which was then the high- 
est voltage ever used commercially. At the present time 
the General Electric Company is building transformers 
which will mark another increase in voltage to be applied 
to commercial The Eastern Michigan Power 
Company is being supplied with twelve single-phase, 60- 
cycle, 3000-kva transformers, designed for delta connec- 
tion on its 140,000-volt transmission system. These trans- 
formers occupy a floor space of about 11 ft. x 5 ft., and 
have a total height of approximately 19 ft. from floor to 
the top of the high-tension terminals. Each transformer 
will contain about 4000 gal. of oil. In addition to their 


yUT poses, 
pur] 


high primary voltage, three transformers are designed for 


a secondary voltage of 2470 volts in one circuit; three for 
simultaneous service on four secondary circuits of 370 
volts with 125 kva capacity each, one secondary circuit of 
53560 volts with 1c00 kva capacity, and one secondary cir 
cuit of 44,000 volts with 1500 kva capacity; three for one 
secondary circuit of 370 with 125 kva capacity, one 
secondary circuit of 5560 volts with 2250 kva capacity, one 
secondary circuit of 22,000 volts with 500 kva capacity, and 
the remaining three for two secondary circuits of 370 volts, 
125 kva capacity each, and one secondary circuit of 22,000 
volts, 2750 kva capacity. 

Standard oil-filled leads are provided. These leads have 
an over-all dimension of 7 ft. 4 in. and contain about 30 gal. 
of oil each. They have cast-iron bases which are fitted to 
the cover and extend down into the tank, well under the 
oil. The end is equipped with a brass ball, and the whole 
lead has been developed with the ultimate aim of reducing 
the possibility of corona effects. The transformers and 
leads are designed to withstand a test of 280,000 volts. 


volts 
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ELECTRIC RAILWAY LEGAL DECISIONS 


2 SHARTERS, ORDINANCES, FRANCHISES 
Minnesota.—Regulations Requiring Sprinkling of Streets. 
It is no defense to the enforcement of reasonable regula- 
tions by the use of water to prevent street 
dust that there might be created 
that oil would be a more efficient 
tion and maintenance of an ad 
would be expensive. 

An ordinance providing “that each and every person, com- 
pany or corporation operating any street car lines 
within the city of St. Paul. Minn., shall water their 
tracks so as to effectually keep the dust laid on the same 
while the cars are in operation: provided, however, such 
watering shall not be done when the temperature is at or 
below the freezing point,” is not unreasonable, in that it 
requires the tracks to be watered during the winter season 
when the temperature is above the freezing point. (City 
of St. Paul v. St. Paul City Ry. Co., 130 N. W. Rep., 1108.) 


cars from raising 
a monopoly as to water, 
agent or that the installa- 
equate sprinkling system 


Pennsylvania.—Grant to Municipal Corporations of Power 
to Regulate Exercise of Street Railway Franchise. 


The constitution does not prohibit the General Assembly 


from empowering a municipality to contract for payment 
to it by a street railway company of fixed sums in lieu of the 
performance of certain duties or of the payment of license 
fees or charges imposed in its favor by general law or 
ordinance or by its charter; and the Legislature, in the ex- 
ercise of such power, may direct that a municipality in 
making such contract, for protection of its rights under 
the contract, may provide that a certain number of persons 
shall act as directors of the company, in conjunction with 
the directors elected by the stockholders thereof. (Brode 
v. City of Philadelphia et al., 79 At. Rep., 659.) 

Texas.— ‘Substantial Compliance” Is Sufficient Compliance 

with Penal Municipal Ordinance. 

A “substantial compliance,” which means a compliance 
with the essential requirements, is a sufficient compliance 
with a penal municipal ordinance requiring street railways 
to maintain fenders upon the front ends of cars. (Fitzgib- 
bons et ux. v. Galveston Electric Co., 136 S. W. Rep., 1186.) 


Washington.—Constitutional Law—Jurisdiction of Federal 
Court. 

A municipal ordinance, passed pursuant to the authority 
of the state, which abridges the privileges or immunities of 
the citizen or deprives a person of property without due 
process of law, may be an act of the state prohibited by 
the federal constitution, but to come within such prohibi- 
tion the ordinance must, by implication at least, express the 
will of the state. 

Where a franchise to construct and operate a street rail- 
road on certain streets was granted to complainant by an 
ordinance which expressly provided that the grant was not 
exclusive and reserved the right to the city to grant other 
franchises in the same streets or itself to construct and 
operate railways thereon, a subsequent ordinance, granting 
a similar franchise to another company, covering in part 
the same streets but expressly providing that before tracks 
should be laid in any location where any person or company 
would be entitled to compensation for damages occasioned 
damages should be ascertained and settled 
was not in violation of the federal consti- 
ainant of its property without due 

Elec. Co. v. Seattle ’R. & S. BR. 


thereby such 
according to law, 
tution as depriving compl 
process of law. (Seattle 
Co., 185 Fed. Rep., 365.) 
Washington.—Franchises—Transfers. tay 
A city granted a franchise to a street railway company 
and provided for single fares over all lines controlled by it 
and for a transfer system covering. such lines. SuDse- 
quently the city granted a franchise to a traction sf ane 
to operate street railways and provided for a ony pS 
any other line within the city which might give nig’ bie 
transfers to and from the lines operated icant the git 
chise. A corporation acquired a majority of the stock © 
the two companies, and for convenience and Pi poe is 
physical connection between the aie pop ‘ i 
offices of the traction company were closed, anc St a 
office work was put on the officers and employees of t : 
railway company. Held, that the court could ae pre 
the giving of transfers from one system to the other, 


two 
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because the railway company and the traction company 
continued to exist as independent corporations and because 
the franchises granted to them did not require the giving 
of such transfers. (State ex rel. City of Tacoma v. Tacoma 
Ry, & Power Co., 112 Pac. Rep., 506.) 


LIABILITY FOR NEGLIGENCE 
Massachusetts.—Gross Negligence. 

The negligence of a motorman, to warrant a recovery 
by a person not in the exercise of due care for injuries 
caused by being struck by a car, must be gross, and the 
evidence must show that the conduct of the motorman was 
wilful, that he knew or ought to have known that the 
same would tend to cause injury and that such conduct 
was accompanied by a wanton and reckless disregard of the 
probable harmful consequences to others. (Willis v. Boston 
& N. St. Ry. Co, o4 N. E. Rep., togt,) 

Missouri,— Injuries—Actions—Constructions—Contributory 
Negligence. 

In an action for injuries sustained by suddenly starting 
a street car while plaintiff was alighting, an instruction that, 
even if plaintiff was injured by defendant’s negligence, he 
could not recover if his own act or conduct directly con- 
tributed to the injury, was erroneous in not requiring that 
plaintiff's act or conduct which contributed to the injury be 
negligent in order to bar a recovery. (Dowd v. Metropoli- 
tan St. Ry: Co, 120°S) W. Rep 772) 


Missouri.—Injury to Passenger—Contributory Negligence. 

Where a conductor on a street car called out the street 
at which plaintiff, a passenger, intended to alight and the 
car immediately stopped, she had a right to assume, in the 
absence of warning to the contrary, that the car had stopped 
at such street, she being unacquainted with the neighbor- 
hood, and she was not guilty of contributory negligence in: 
attempting to alight, though the car had not, in fact, reached! 
plaintiff's destination. (McNally v. Metropolitan St. Ry. 
Co., 129 S. W. Rep., 464.) 
Missouri.—Injury to Person on Track—Care Required. 

In the absence of indication that a pedestrian approach- 
ing the track is unmindful of the danger, the motorman of 
a street car can assume that he will stop, and, if acting on 
that assumption, the motorman does not discover the peril 
before it is too late, the company is not liable for conse- 
quent injuries. (McGee v. St. Joseph Ry., Light, Heat & 
Power Co., 133 S. W. Rep., 1194.) 
North Carolina.—Duty to Assist Passengers Alighting from 

Car 

Where a passenger’s age and infirmity are apparent. from 
her appearance, it is the duty of the carrier’s servants to 
assist her in alighting from or boarding the train, if such 
assistance is reasonably necessary for safety. (Moriarty v. 
Durham Traction Co., 70 S. E. Rep., 938.) 


Texas.—Separation of Mother and Child. 

A mother with a child in her arms signaled a street car 
to stop, and when the car stopped she placed the child on 
the platform and was in the act of boarding the car when 
it suddenly started, leaving her. The conductor was imme- 
diately notified of the fact, but he made no attempt to 
permit the mother to reach the car. The mother became 
frantic, and in her efforts to recover the child exposed her- 
self to a rainstorm. Held, that the negligence of the car- 
men in separating the mother from her child was the natural 
and probable cause of the injuries resulting to the mother 
from mental strain and shock and her exposure to the 
weather, since such injuries should have been foreseen and 
anticipated by them. (Citizens’ Ry. Co. v. Farley, 136 S. W.. 


Rep., 94.) | 
Washington.—Collision with Automobile—Right to Use 
Street. 


In an action for injuries in a collision between an auto- 
mobile and a street car, a request to charge that if the auto- 
mobile was being operated on the track when it was tn- 
necessary to do so, and when a car might be expected at 
any moment, and that fact contributed to the injury and 
was also apparent to plaintiff, then praintiff was negligent 
and could not recover, was properly refused, as a traveler 
may lawfully use any part of the street he pleases when it 
is not in the immediate use of another. though there is no 
other requirement for him so to do than that of convenience. 
(Pantages v. Seattle Electric Co., r14 Pac. Rep., 1044.) 
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News of Electric Railways — 


Special Election Urged to Revise Detroit Charter 


At a special meeting of the Common Council of Detroit, 
Mich., recently Alderman Charles E. McCarty introduced 
a resolution providing for a special election on April 1, 
1912, to vote upon the revision of the charter of Detroit 
and to choose members of a charter commission. Mr. 
McCarty would have the charter re-adopted and provision 
made for municipal ownership. Corporation Counsel Law- 
son, however, holds that a special election will be illegal. 
He contends that the vote should come at the regular 
election in November, but says that a decision of the 
Supreme Court might be secured on this point before the 
time chosen for the vote. 

The City Council has authorized Mr. Lawson to procced 
with the suits now pending against the Detroit United 
Railway and by resolution has asked the Circuit Court to 
enter a decree ordering the company to vacate Fort Street. 
The Court refused to enter such a drastic decree without 
specific instructions from the City Council. 

At a special meeting of the City Council a resolution was 
adopted calling upon the police commissioner, corporation 
counsel and board of health to enforce the provisions of 
the company’s franchise with regard to overcrowding, clean- 
liness and warmth. This referred especially to the 3-cent 
lines. On Feb. 1, 1912, workmen held a Brush line car an 
hour because the conductor refused to accept workingmen’s 
3-cent tickets after the period for using them had expired. 

A. B. du Pont has rendered a bill to the city for $5,000 for 
“expert service rendered the city of Detroit at the request of 
Mayor Thompson, aiding Mayor Thompson and Corpora- 
tion Counsel Hally in negotiating terms of the proposed 
settlement with the Detroit United Railway, and aiding 
Corporation Counsel Hally in drawing up the so-called 
Thompson-Hally ordinance.” 


B. J. Arnold Outlines His Observations in San Francisco 


On Jan. 26, 1912, Bion J. Arnold, who has been retained 
by San Francisco to study traffic conditions in that city, 
outlined his observations before the Board of Supervisors, 
in part as follows: 

“The transportation problem in San Francisco as I see 
it at present consists in arriving at satisfactory answers 
and sound conclusions regarding certain questions, which 
I shall enumerate in the order of the necessity for im- 
mediate decisions thereon rather than in the order of their 
relative importance to the entire problem. The question of 
transportation for both passengers and freight to and from 
the proposed Panama-Pacific exposition grounds in Harbor 
View Valley should receive immediate attention and addi- 
tional transportation lines and tunnels should be provided 
to take care of this traffic. I have been asked to make 
suggestions regarding methods of improving the Geary 
Street line as at present located, more especially with refer- 
ence to the suitable type of car and the location of exten- 
sions to the system. The intention of this preliminary re- 
port is only to outline in a general way the important ques- 
tions which enter into the transportation problem and 
which must be seriously considered in working out a satis- 
factory co-operative arrangement between any municipality 
and the parties owning and operating the transportation 
system. Ina second report I shall outline my conclusions 
regarding the immediate improvements to the present 
transportation system for reaching the exposition grounds, 
including recommendations for the location and type of 
tunnels, as well as the type of car for the Geary Street 
line, and suitable extensions to this system,” 

Mr. Arnold explained that he would consider the street 
railway problem under eighteen different topics or ques- 
tions, each of which he would answer in his final report. 
The eighteen questions are as follows: 

“1, What transportation facilities are at present avail- 
able and what extensions to these are necessary, and how 
shall they be planned so as to make the investment in them 
secure and cause them best to serve the interests of the 
community after the exposition is over? 


“>. Shall these improvements be so planned as to ac- 
commodate both passenger and heavy trucking in the same 
streets, or shall they be segregated? 

“3 Tf relief is secured by the utilization of tunnels, shall 
the investment be made in one or more long, low-grade, — 
diagonal tunnels leading directly from the business district 
to the exposition grounds or distributed by the construc- 
tion of a number of tunnels supplemental to and forming 
an integral part of the present transportation lines leading 
to this district? 

“4 Should additional diagonal streets be opened up 
generally to improve transit facilities? 

“cs Is it advisable to attempt to develop additional cross- 
town lines which will make it easier for passengers to get 
from the southern portion of the city to the exposition 
grounds, for instance, the Mission district? 

“6. How can the transit needs of the city be antici- 
pated in respect to investment in extensions to the pres- 
ent systems, either in outlying territory such as the Rich- 
mond or Sunset or Lake Merced districts, or else in addi- 
tional lines within the present settled districts? 

“> What present territories will first require consider- 
ation for additional service by reason of their actual growth 
and density of population? 

“8. What are the possibilities of territorial expansion 
of San Francisco and should the city system seek exten- 
sions therein? 

“9. Should Market Street be extended directly and pro- 
ject through a tunnel under Twin Peaks to develop the 
Sunset and Lake Merced districts, and if so should the 
route be a straight projection of Market Street or a diver- 
sion around the peaks and shorter tunnel, or both? 

“to. In case a portion of the Presidio reservation is 
made available by the government for exposition pur- 
poses, what facilities can be developed with the view of 
making different points of interest available to sightseers? 

“t1. Is the physical condition of the present traction 
properties adequate for giving satisfactory service and with 
proper maintenance and renewal expenditures to insure 
permanency of said service? If not, should the property 
be rehabilitated to secure these results properly? 

“12. Is the public getting as much service for the pre- 
vailing fare and with the present equipment as the receipts 
per capita warrant? 

_“13. What changes in routing are desirable more effec. 
tively to utilize the present tracks and equipment, assuring 
harmonious relations and co-operation between the city 
and the companies? ; 

“14. What requirements should the city make upon the 
companies, and what concessions should the city give in 
order effectively to carry out these plans? : 

oT What legislation or modifications of present laws 
and ordinances are necessary properly to protect the public 
in the matter of service and to secure permanent stability 
of investment? 

“16. What fair arrangement can be made between the 
companies now possessing unexpired franchises and the 
municipality for securing a harmonious working arrange- 
ment for the future? . 


en 
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7. What form of co-operative financial plan can be 
developed which will best conserve the interests of the 
municipality and the railway companies and which will 
automatically secure a permanent and effective working 
arrangement for the future, as well as for the present 
taking into consideration that the franchises of the present 
companies run for widely different periods? 

“18. Which of the following methods of financing tunnel 
and subway construction are most adaptable to the condi- 
tions in San Francisco? First, by increasing the city’s 
funded debt in accordance with present or ‘future laws 
regulating municipal investment in revenue-producing invest- 
ments, whether municipally or privately operated; second 
by granting franchises to private corporations for the con- 
struction and operation; third, by the assessment of prop- 
erty benefited by the construction to defray either : 
or the entire cost.” ’ te ass 


Mr. Arnold advised that an effort should be made to 
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agree on an average date when all franchises shall expire 
not according to the terms of the franchises, but by com- 
promise agreements. He spoke at some length on the 
relations that might exist between the municipality and the 
railways and suggested that it might be advantageous to 
inaugurate in San Francisco such a co-operative ‘arrange- 
ment as now exists in Chicago. He outlined the Chicago 
system somewhat in detail. In speaking of the pay-as-you- 
enter Cars now in use in San Francisco, he advocated plat- 
forms 8 it. long and large enough for twenty-five pas- 
sengers, with steps wide enough to admit two abreast and 
cross seats instead of longitudinal seats. 

After his report was presented Mr. Arnold was requested 
by Mayor Rolph to include in his final report answers to 
these questions: 

“How can we get a fast ex 
the peninsula? 

“How many tunnels will the city need? 
the order of their importance. . 

“What would be the probable cost of a subway under 
Market Street, and what the approximate time to build it? 

What is your plan for the immediate betterment of the 
street car service on existing lines, and how can the num- 
ber of transfers be reduced? 

“Will you outline some plan whereby private capital can 
build the proposed tunnels on indeterminate franchises?” 

The detailed work of collecting the necessary data and 
working up the records will be in charge of J. R. Bibbins, 
assistant to Mr. Arnold. 


press passenger service down 


Name them in 


Progress of Negotiations in Toledo 


Under a stipulation filed in the United States Court on 
Feb. I, 1912, by Attorney Rathbun Fuller, representing the 
United States Mortgage & Trust Company, the Toledo 
Railways & Light Company will have until April 1 to file 
its answer to the petition for a receiver presented to the 
court on Jan. 4, 1912. Mr. Fuller said that this does not 
mean that there will be a hearing on the petition imme- 
diately after the answer is filed. Under the agreement be- 
tween the city and the company the suit will probably 
stand as it is, pending the conclusion of the negotiations 
now in progress between the city and the company. 

A union composed of carpenters of Toledo, Ohio, has 
presented to the City Council resolutions asking that a 
provision be inserted in the new franchise for the Toledo 
Railways & Light Company to the effect that no one shall 
be employed as a motorman or conductor who has not 
resided in the city at least one year previous to the date 
of his application for appointment. Officials of the com- 
pany assert that the city has no authority to enact legisla- 
tion making residence in the city for at least one year 
necessary before a man can be employed as a motorman or 
conductor. City Solicitor Schreiber did not care to express 
an opinion in regard to the matter. 


Plans for Annual Meeting of National Civic Federation 


The general theme for the program of the twelfth annual 
meeting of the National Civic Federation will be “Tndustrial 
Peace and Progress.” The meeting will be held in the 
Peace Hall of the Pan-American Building, Washington, 
D. C., March 5, 6 and 7, 1912. The relation of employer to 
employee will be considered from three standpoints, viz., 
the private employer to his employees, the public utility 
company to its employees, and the government, federal, 
state or municipal, to its employees. 

The federation refers to the street railway strikes in 
Philadelphia and Columbus, the express strike in New 
York City and the shopmen’s strike on the Union Pacific 
Railroad and Southern Railway as emphasizing the need 
for doing everything possible to reduce to a minimum such 
disturbances, and it refers to the upheavals which have 
occurred in Europe, especially the controversy with the 
letter carriers of Paris and the employees of the govern- 
ment railway, as emphasizing the need of careful considera- 
tion of the relation of federal, state and municipal em- 
ployees. Part of the program will be devoted to consider- 
ing the question of compensatioi for injuries sustained 
during employment by public employees and industrial 
wage earners. Pensions for federal, state and municipal 
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employees as well as retirement plans for wage earners in 
private enterprises will be urged. In addition to the dis- 
cussion of the problems which have been outlined, there 
will be the following departmental meetings of the federa- 
tion, viz.: regulation of industrial corporations, Seth Low 
chairman; regulation of interstate and municipal utilities, 
Emerson McMillin chairman; compensation for industrial 
accidents, August Belmont chairman. 


; Annual Meeting A. I, E. E—The date of the annual meet- 
ing in 1912 of the American Institute of Electrical En- 
gineers has been set as June 25 to 28 inclusive. The meet- 
ing will be in Boston. 

Toronto Civic Car Lines.—The act under which Toronto, 
Ont., may proceed to construct a street railway system 
within the district covered in the Toronto Railways’s 
charter went into effect on Feb, 3, 1912. 

New Subway Ordinance in Pittsburgh—A new ordi- 
nance providing for the construction of a subway from the 
downtown section of Pittsburgh to East Liberty has been 
introduced in the Council by the Pittsburgh Subway Com- 
pany. The ordinance provides for a twenty-five-year grant, 
the city to have the right of purchase at the end of that 
period. 

Contract Signed for Construction of Another Subway 
Section in New York.—Contracts for the building of Sec- 
tion No. 2 of the Lexington Avenue subway, which extends 
from Park Place to Walker Street, under Broadway, were 
signed by the Degnon Contracting Company and the Public 
Service Commission of the First District on Feb. 6, 1912. 
The contract involves an expenditure of $2,355,828. 


Birmingham Contract Defeated.—The proposed lighting 
contract between the Birmingham Railway, Light & Power 
Company, Birmingham, Ala., and the city, carrying with it 
a 5-cent fare to Ensley and other suburban points, was 
defeated at the recent referendum vote. A comparatively 
small vote was polled. The contracts had been approved 
by a majority of the city commissioners. It is said that 
the commission will formulate another contract. 

Conditions Imposed by Company for Extension in Port- 
land, Ore—As a requirement to insure the extension of its. 
lines beyond the Lower Mount Tabor Reservoir, the Port- 
land Railway, Light & Power Company, Portland, Ore., 
has demanded payment of $18,000 cash for tracks, poles 
and trolley wire, a guarantee of $500 a month for three 
years in revenues, and an agreement on the part of the 
property owners to pay for any pavement which the com- 
pany might be required to place between the rails for a 
period of ten years. 


Postponement Asked in Steinway Tunnel Suit.—The In- 
terborough Rapid Transit Company, New York, N. Y., 
applied to Attorney-General Carmody of New York on Feb. 
5, 1912, for an additional twenty days in which to answer 
the suit begun by the State attacking the right of the com- 
pany to possession of the Steinway tunnel, between Long 
Island City and Manhattan. The suit was started by the 
Attorney-General at the request of the Public Service Com- 
mission of the First District, which took the position that 
the franchise rights in the tunnel had been forfeited. 


Outlying Merchants Opposed to Subway in Chicago.— 
Many merchants in the outlying districts of Chicago, IIL, 
are opposed to the construction of a down-town subway, 
on the ground that it would tend further to attract business 
to the central district. The Northwest Side Commercial 
Association publishes a monthly bulletin, and with argu- 
ment and cartoon it is opposing the proposed subway. This 
association, however, is only one of a number of associa- 
tions which are opposed to the subways. The outside busi- 
ness interests contend that it is desirable that the central 
business district should be broadened and not congested 
and that the present surface and elevated railways will 
answer the requirements with proper management and 
routing of traffic. 

Another Offer to Operate Bridge Line in New York.— 
The Board of Estimate and Apportionment of New York 
has made public an offer which it has had before it for a 
month from the Manhattan Bridge Service Company to 
operate the local cars planned for the Manhattan Bridge 
for a flat’ 2-cent fare. Furthermore, the officials of the 
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company have intimated that if other matters could be 
adjusted they were prepared to sell three tickets ROE eS 
cents. The Manhattan Bridge Service Company 1s the 
third of the companies now bidding for the use of the 
Manhattan Bridge. The other two are the Brooklyn & 
North River Railroad and the Manhattan Bridge Three-Cent 
Fare Line. Harold B. Weaver is president and Arthur 
Carter Hume attorney of the Manhattan Bridge Service 
Company. 


Appraisal to Be Made in Kansas City——Two experts are 
to be appointed to make an inventory and appraisal of the 
property of the Metropolitan Street Railway, Kansas City, 
Mo., to determine its physical valuation as a basis on 
which the company is to receive a new franchise. One of 
the experts is to be named by the receivers of the company 
and the city is to name the other. In case of disagreement 
between the two a third is to be called in. This arrange- 
ment was entered into between R. J. Dunham and Ford F. 
Harvey, the receivers of the Metropolitan Street Railway; 
Frank Hagerman, their attorney; Mayor Brown, Clyde 
Taylor, special counsel for the city, and J. A. Harzfeld, 
chairman of the Utilities Commission. By mutual agree- 
ment the two principals were to name their experts by 
Feb. 7, and while the experts are at work the conferees 
will work out the details in connection with the contract. 


Reduction of Accidents to Employees on the Pennsyl- 
vania Railroad—By the installation of protective devices, 
the Pennsylvania Railroad has decreased the number of 
serious injuries to employees in its shops by more than 63 
per cent from Jan. 1 to Nov. 1 of last year. It is largely 
in recognition of this work that the American Museum of 
Safety, New York, N. Y., has presented a medal to that 
company. In the fall of the year 1910 experts from one of 
the large accident insurance companies were employed and, 
accompanied by inspectors of the motive power department, 
inspected all of the larger shops. Following this, safety 
committees were organized on all divisions of the road. 
As a result the number of serious injuries per one thousand 
shop employees was, in January 8.7, February 7.3, March 
8.3, April 6.0, May 7.9, June 5.2, July 4.7, August 3.4, Sep- 
tember 3.4, October 3.2. During this period the average 
number of employees was 33,242. 


Power for Municipal Operation of Subways in New York. 
—George S. Coleman, counsel to the Public Service Com- 
mission of the First District of New York, has submitted 
an opinion to the commission in regard to the question as 
to whether additional legislation would be necessary for the 
municipal operation of subways. In his opinion Mr. Cole- 
man referred to the sections of the rapid transit act which 
provide for the construction and equipment of rapid transit 
lines independently of any contract for maintenance and 
operation, and also to Section 30, which provides for a 
maintenance and operation of railroads by the commission. 
Referring to this section, Mr. Coleman said: “It will be 
noted that under Section 30 the commission can only act 
in providing for municipal operation ‘if in the opinion of 
the Board of Estimate and Apportionment * * * either 
a contract for equipment, maintenance and operation or a 
contract for maintenance and operation as provided for in 
the preceding sections would be inexpedient, impracticable 
or prejudicial to the public interest.’ If, however, the Board 
of Estimate takes the proper action, it seems to me that 
the provisions of Section 30 are so broad and general as 
to confer all necessary powers for municipal operation. Tt 
is, therefore, my opinion that no additional legislation 
would be necessary should the Board of Estimate and Ap- 
portionment and the commission at any time decide upon 
the municipal operation of any rapid transit railroad.” 


LEGISLATION AFFECTING ELECTRIC RAILWAYS 


KENTUCKY 

Representative Adam Spahn, Louisville, has introduced a 
bill in the Legislature to prohibit the giving away of trans- 
fers issued by street railways. The measure has been re- 
ferred to the committee on Kentucky statutes. The com- 
mittee on charitable institutions of the Legislature has rec- 
ommended an appropriation of $30,000 to build a shore 
electric railway from Hopkinsville to the asylum erounds, 
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outside of the city. Representative Shaler has introduced 
a “Jim Crow” measure which would be applicable to the 
electric railways. This bill has also been referred to the 
committee on Kentucky statutes. 


NEW YORK 


A bill has been introduced in the Senate which would 
insert in the Penal Code a new section making it a mis- 
demeanor for a corporation doing business in New York 
State to publish any statement concerning its financial con- 
dition or its business transacted without having such state- 
ment verified by one or more officers having knowledge of 
the facts and filed in the office of the comptroller.. A bill 
has been introduced which would amend the Public Service 
Commissions law in relation to the appointment of public 
service commissioners by providing that in the First Dis- 
trict no county shall have more than one resident com- 
missioner, other than New York County, which shall have 
two, one of whom shall be a resident of the borough of 
the Bronx. This provision is not to affect existing appoint- 
ments. Assemblyman Caughlan has introduced a bill to 
amend the railroad law by providing that a street railway 
may be constructed or extended upon a route or routes, 
with a right-of-way not exceeding 50 ft. in width, in Pelham 
Bay Park, New York. The routes are to be designated by 
the Board. of Estimate and Apportionment, with the ap- 
proval of the Park Board. Senator Travis has proposed a 
concurrent resolution which would provide for a special 
election in New York City on April 2, 1912, at which to 
submit the question whether the railroads under construc- 
tion by the city at the public expense and railroads here- 
after acquired or constructed by the city shall be operated 
by the city under the direction of the Public Service Cob- 
mission. 


MASSACHUSETTS 


Among the new bills introduced into the Legislature re- 
cently are the following: House 1486, providing for state, 
city and town ownership of street railways; House 1585, 
requiring the Boston Elevated Railway to maintain sanitary 
stations at all its elevated and subway stations; House 1637, 
authorizing the lease of a portion of the system of the 
Boston & Maine (Bay State) Street Railway in Chelsea 
to the Boston Elevated Railway; House 1586, requiring 
street railways to equip their cars with such fenders and 
wheelguards as by the forty-third annual report of the 
Railroad Commission are found capable of preventing fatal 
injury and loss of life; House 1488, that the Mayor of 
Boston, subject to the approval of the Boston Elevated 
Railway, may lease for any lawful business purpose certain 
parts of the approach of the Tremont Street subway at 
Canal, Causeway and Haverhill Streets, Boston, and House 
1485, accompanying the petition of John J. Vaughan for 
legislation providing that a sum not exceeding 3 cents per 
ride shall be charged between the hours of 5 a.m. and 8 a.m. 
and 5 p.m. and 7 p.m., Sundays excepted, on all electric 
railways now operating within the State within their pres- 
ent 5-cent fare limits, and that companies operating electric 
railways shall issue trip books at this rate good only be- 
tween such hours. A bill introduced in the House by peti- 
tion of J. F. Eagan provides that the seating capacity of 
every passenger car used by every public service corpora- 
tion shall be marked upon the inside of the car. The bill 
provides a penalty for carrying standing passengers. House 
1482 provides that the Bay State Street Railway shall issue 
transfers on certain lines in the Quincy district. House 
1310 provides that the Boston, Lowell & Lawrence Electric 
Railroad may acquire certain portions of the Boston & Maine 
Railroad in Arlington, Wilmington, Tewksbury and An- 
dover, and in Lowell, Lawrence and Cambridge, and may 
construct and operate its electric railroad there, subject to 
the approval of the Railroad Commission. Hearings were 
held in the Springfield district recently and at Boston on 
Feb. 6, 1912, upon bills before the Legislature asking that 
the New York, New Haven & Hartford Railroad be allowed 
to incorporate the Worcester, Springfield & Berkshire Street 
Railway, and that the route of the proposed extensions be 
changed to provide a line from Lee through Blandford and 
Russell to Westfield, with a new line from Agawam to 
Granville Center. Bentley W. Warren argued. that the 
New Haven Railroad is the only interest which can afford 
to take over the mid-State properties. 
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Financial and Corporate 


Stock and Money Markets 


: Feb. 7, 1912. 

Very little interest was taken in transactions on the New 
York Exchange to-day. The average of the closing prices of 
the railroad stocks was slightly above Tuesday's, but the 
industrials declined quite sharply. Stock of the Third Ave- 
nue Railway continued depressed on account of a possible 
conflict between the company and the Public Service Com- 
mission over the commission’s proposed sinking fund and 
depreciation requirements, Quotations for loans to-day 
were: Call, 2%@2" per cent; sixty days, 244@3 per cent; 
ninety days, 3@3"% per cent. ; 

In the Philadelphia market there was a moderate demand 
for Philadelphia Electric stock, but the traction issues were 
not in evidence. 

In the Chicago market interest centered in the industrial 
stocks. Chicago subway issues were active on the strength 
of the reorganization committee announcements. 

In Baltimore shares of the United Railways were pressed 
for sale to-day and the loss recorded was more than half a 
point. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


Jan. 31. Feb. 7 
American Brake Shoe & Foundry (common)........ a954 a95\%y 
American Brake Shoe & Foundry (preferred)........ al39 al37 


American Cities Company (common)................ 1 
American Cities Company (preferred)............... 78 78 


American Light & Traction Company (common)....a290 a290 
American Light & Traction Company (preferred)..... al07 al07 
Aiperican Easlways Company «.<..... 25s .sescssceec a45% a4514 
Aurora, Elgin & Chicago Railroad (common)........ a42 39% 
Aurora, Elgin & Chicago Railroad (preferred)...... a87 84 
EOE PP HEONE DOORIWENW oo eo ecw n case esa case al34y% al32 
Boston Suburban Electric Companies (common)...... al5 al5 
Boston Suburban Electric Companies (preferred).... 74 74 
Boston & Worcester Electric Companies (common).... al2% al2% 
Boston & Worcester Electric Companies (preferred).. a58 a58 
Brooklyn Rapid Transit Company.................. 773% 78 
Capital Traction Company, Washington.............. al22% al23% 
eg BO en ee errr al90 al90 
Chicago Elevated Railways (common)............... a36 a36 
Chieago Elevated Railways (preferred).............. a93 a95 
Cineaen Bailways, ptepte., ctf. L.....c.cescaesccvers al04 al03 
(Chieapo Railways, ptepie:, ctf. 2... .-....6..5..50250% a36%4 a36 
Chicage Railways, ptepte., citi. 3... -.. 2.2... ences al0% al03%4 
Cisewen. Matlways, ptopts., Ctl. 4.2.05. .05. 000 cen eae a6 a534 
POCISAMED CSUCEOE ROMINGYS« aon exw wc vec we 6 x edhe ae ne 131 al30™% 
OO err Cer ee rte ee ee al05 al06 
Cleveland, Southwestern & Columbus Ry. (common).. a4% a4 
Cleveland, Southwestern & Columbus Ry. (preferred)... *33 =o 
Columbus Railway & Light Company................ 34% a30 
Columbus Railway (common)..............-..--.-- 83 a80 
Columbus Railway (preferred)...........---.-++04. 90 al00 
Dayton Street Railway (common).......---+--+++--- a25 a25 
Dayton Street Railway (preferred)..........-----+-- al01 al0l 
Denver & Northwestern Railway........-.--.-+-++-- *145 al37 
Detroit United Railway... ...--- csc ccc c cc ccenenccees a65 70 
General Electric Company.......-----+-+--eer eee eees 157 al57 
Georgia Railway & Electric Company (common)....al76 al74 
Georgia Railway & Electric Company (preferred).... a86 a87 
Interborough Metropolitan Company (common)..... 17% 17% 
Interborough Metropolitan Company (preferred)...-.- oA a53% 
International Traction Company, 4% notes, rcts.... "69% 75 
Indiana Union Traction Company....-.-+--+++s+5+- 12 a9 
Kansas City Railway & Light Company (common).... a22 a22 
Kansas City Railway & Light Company (preferred) .. a52 a52 
Lake Shcre Electric Railway (common).....--++++- . 6% a7 
Lake Shore Electric Railway (1st preferred).......- 85 a90 
Lake Shore Electric Railway (2d preferred)......--- 22 22 
Manhattan Railway ....-....02ecereveccensereceere 135% al38% 
Massachusetts Electric Companies (common)......-- a22% 20% 
Massachusetts Electric Companie (preferred)....---- et yt ti 
Metropolitan Street Railway, New Work st apy cota PP, + 
Milwaukee Electric Railway & Light (preferred).... a a i) 
Norfolk Railway & Light Company....-----+++++++: +e a78Y, 
North American Company....---+.:-eeceserrrereess e ty ni A, 
Northern Ohio Light & Traction, Company (common) Ss an. 
Northern Ohio Light & Traction Company (preferred) ae al 00 4 
Philadelphia Company, Pittsburgh (common)......-- yet: as 
Philadelphia Company, Pittsburgh (preferred)...... er pone: 
Philadelphia Rapid Transit Company...---+++++++e5 rf be 4 
Portland Railway, Light & Power Company.....--+++ ‘on 109 4 
Public Service Corporation....----s-+rrserrrercrers ae aes 
Seattle Electric Company (common)...-++++++.++++* aay, ty ty, 
Seattle Electric Company (preferred).....++++++++++ a 024 g rey 
Third Avenue ar eT wer Rb. Rae Dev dd we 2 eee 30, a4', 
ilwa : jAght SUI aEy <u vor ee Sos Ree e IN of4 
Tee cite Rapid rena, Minneapolis (common)... . Bt ai06. 5 
United Ry. & Electric Company (Baltimore).....--- Hy a 4494 
Wanted Rys. Inv. Co. (common). ...--.-+s-+seersaes oan Hs 
United Rvs. Inv. Go. (preferred)... <--00¥-- overs c 60% res, 
Virginia Railway & Power Company pt aS sored 28754 
Virginia Railway & Power Company (pre PEREOP Ss +s mop ste sats 
Washington Ry. & Electric Company (common).... ae noo 
Washington Ry. & Electric Company (preferred)....- ttL tte 
West End Street Railway, Boston Acomtnas) etre Bere nyhep 
West. End Sixest baat > on (preferred).....- “70 2 71M 
r . s ‘lec. & 1 OC IO ae I ae ie 
Westinayeuce Elec. & Mfg. Co. (let pref.).....-+-+ 120 all9% 


*Last sale. aAsked. 
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ANNUAL REPORTS 


United Railways of St. Louis 


The report of the United Railways of St. Louis, Mo., for 
the year ended Dec. 31, rorz, shows the following results: 


Revenue PROMO TYARSPOMETOM. wc aks Se aalncd esc, $11,824,413 
Revenue from operation other than transportation, 89,740 
~Voteal vecse's Ara’ Gini sintainyanaikapintate ns ees aionteree $11,914,153 
Current operating expenses. ....cccecsesscureens $6,145,945 
IDOL CUO NE we eR hare ces ita eee eel Mit ee er 1,191,415 7,337,360 
_. Surplus over operating expenses............. $4,576,793 
PEATE RENIN SC iste ce OT RIOR Ce EER oe 652,702 
Income: from Operation. cissseccvey cece cos $3,924,091 
Int6me from other sources........ccccacccccccce 44,729 
Gross income from all sources...........00: $3,968,820 
Deductions from income: 
Interest Gm funded! debticccunssenece seas ane $2,715,931 
Interest on motes payables c:...cs..-.s0ce-eec 24,374 2,740,305 
DUTDIUGE meen ater eine ae IT ah irer $1,228,515 


The surplus shown was used in payment of new construc- 
tion, notes payable of the company outstanding on Dec. 
31, 1910, to-the extent of $1,005,000, and in reducing other 
outstanding obligations of the company. 

Robert McCulloch, the president, says in part in the 
report: 

“The passengers carried during the year were: Revenue 
passengers, 238,240,705; transfer passengers, 110,203,228; 
total, 348,534,023. The percentage of revenue passengers 
using transfers was 46.20. 

“On Aug. 1, 1911, 5 per cent bonds of the Lindell Rail- 
way Company amounting to $1,500,000 became due, and 
were extended for a period of ten years, or to Aug. 1, 
1921, at the rate of 4% per cent per annum, reducing the 
fixed charges $7,500 per annum. 

“The amount paid out for personal injuries, property 
damages and other’ expenses connected with the claim de- 
partment increased $37,202 over the year I9QIO0. 

“After careful consideration, the board of directors de- 
cided that as the reserves set aside to provide for injuries 
and damages, insurance, depreciation and miscellaneous re- 
serves had accumulated to a sum greater than present 
needs require, there could, without detriment, be credited 
to profit and loss from injuries and damages reserve, $500,- 
000; from depreciation reserve, $588,142; from miscel- 
laneous reserve, $31,894; total, $1,120,037. Profit and loss 
has been charged with $2,734,950, and property and plant 
credited with a like amount, leaving the credit to property 
and plant $101,000,000 on Dec. 31, Iort. 

“The total mileage of track on Dec. 31, I01I, was as 
follows: City track, 348.33 miles; county track, 112.74 miles; 
total, 461.07 miles. During the year 1.56 miles of track 
were added. 

“There were rebuilt 28.73 miles and resurfaced 2.40 miles 
of track. 

“During the year 19 miles of T-rail track on the county 
lines were retied and reballasted. 

“Since 1904 the amount of reconstruction, renewal and 
extensions of track by the company in the city and county 
has been as follows: During 10904, 21.56 miles; 1905, 8.90: 
miles; 1906, 29.18 miles; 1907, 21.65 miles; 1908, 32.99 miles; 
1909, 39.93 miles; 1910, 45.34 miles; 1911, 32.69 miles; total 
for eight years, 232.24 miles. With the new work done 
during the past few years the physical condition of the 
track has been improved constantly. 

“All overhead and underground wire work, as well as all 
the physical property connected therewith, has been kept 
in good condition of repair. 

“The buildings and bridges of the company have all 
been gone over carefully and repaired and reconstructed 
or added to where necessary. 

“The power stations have been maintained in thoroughly 
first-class condition. The chain grate stokers at the cen- 
tral power station have been rebuilt and the furnaces sup- 
plied with water backs. The work of rebuilding the stor- 
age battery at the Locust Street substation was completed 
and this battery is now in good condition. One new 2a00- 
kw rotary converter was installed at the Locust Street 
substation, and two 1000-kw rotary converters were re- 
moved. one of these being placed in the Delmar substa- 


254 


tion and the other in the Spring Avenue substation. One 
hundred and twenty-eight thousand feet of cable was pur- 
chased and installed to give an additional underground 
high-tension feeder between the power plants. A new 
portable substation of 600 kw capacity was built. During 
the year 1911 the United Railways of St. Louis required 
and provided a total capacity of 63,000 hp for the operation 
of the road. 

“Tn addition to the regular repair and maintenance work, 
the following work was done: Twenty-five new steel fire- 
proof cars of the most modern design were built; 381 cars 
were overhauled and partially rebuilt, and the platforms of 
142 of these cars were equipped for fare boxes; one new 
electric switching locomotive was built; two cars for the 
new portable substation were built. During the year 1431 
cars passed through the repair shops for truck repairs, 
body repairs or painting.” 


Hudson Companies 


W. G. Oakman, president of the Hudson Companies, says 
in the annual report of the companies for the year ended 
Dec 3. ton: 

“The practical completion of the enterprise undertaken 
by the Hudson Companies at the time of its organization 
was marked by the opening by the Hudson & Manhattan 
Railroad, in November, 1911, of the line for joint service 
with the Pennsylvania Railroad between New York City 
and Newark, N. J. 

“The many difficulties encountered in the prosecution of 
the undertaking have been overcome finally, and the sys- 
tem is in successful operation. The development of the 
traffic has been satisfactory during construction and has 
responded to each successive opening of the various sec- 
tions as completed. 

“The opening of the station of the company at Summit 
Avenue in Jersey City has been delayed by causes beyond 
the control of the Hudson & Manhattan Railroad, but is 
under construction and will contribute a large increase of 
traffic, being most advantageously situated to serve a very 
important section of Jersey City remote from the water 
front and dependent upon trolley service to reach the 
ferries. 

“The greatly disturbed financial conditions encountered 
not long after the work was undertaken, and which con- 
tinued in less acute form thereafter, necessitated the issu- 
ance by the Hudson Companies of its serial notes, secured 
by the bonds of the Hudson & Manhattan Railroad, re- 
ceived by it against construction, to provide the necessary 
funds until such time as the completion of the work and 
the traffic returns would permit the sale of the bonds of 
the railroad company. 

“On Dec. 24, 1911, the fare upon the railroad between 
New Jersey points and stations in uptown New York was 
advanced to 7 cents, the other fares remaining as originally 
established, at 5 cents. During the short time that the in- 
creased fare has been in operation it has been demonstrated 
that no loss of traffic will result from the change and a 
net income can be expected which will place the bonded 
issue of the railroad company upon a secure investment 
basis. 

“The rental of the property, owned by the Greeley Square 
Realty Company, provides a return in excess of 5 per cent 
upon all of its issues of bonds and stock.” 


Annual Meeting of the Cleveland Railway 


At the annual meeting of the stockholders of the Cleve- 
land (Ohio) Railway on Feb. 1, 1912, all the directors were 
re-elected. The directors were requested to renew their 
efforts to secure consents for tracks on Euclid Avenue 
between East Ninth Street and East Fortieth Street, an 
exclusive section which has never been occupied by railway 
tracks. John J. Stanley, president and general manager, 
retired from the office of general manager, and George L. 
Radcliffe, for many years general superintendent, was 
selected to succeed to the position of general manager. 
The other officers were all re-elected. Horace E. Andrews 
was president of the company until two years ago, and Mr. 
Stanley was vice-president and general manager of the com- 


pany. 
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Attorney Andrew Squire, who acted as chairman of the 
meeting, stated that the service was not as good now as 
it might be, but that as soon as the city authorized im- 
provements for the betterment of the service they would 
be made. In his report President Stanley stated that the 
street railway commissioner has employed expert account- 
ants who were arranging to examine requisitions and 
orders in advance of purchases. The officers of the com- 
pany approved the changes suggested by the new account- 
ants and had promised to furnish them with every facility 
possible for their work. Unless changes in the methods 
of operation now under consideration by the street railway 
commissioner resulted in a material reduction in the cost 
of operation, application would soon have to be made to 
the Council for an increase in allowances and the fare 
would have to be raised to 3 cents plus 1 cent for transfer. 
Twelve fatal accidents occurred during the year, a smaller 
number than in any previous year since 1903. 

The gross income for 1911 was $6,423,209, an increase of 
$240,148, or 3 per cent, over 1910. The items of cost. are 


as follows: 


Weatmtenarioe — .bsjatcnt, pete ouctehe c.c0e alas ol nue tavate ut lsratiaten a tailelcon atteet ors cotan ates $1,506,651 
Operating ex PetSeEs 401s noe wieysle Ne dieleie mnie we pie se ole = =e ela piaiele ile le 3,389,318 
TAXES, _ stoic vies dw Hie Wins employs is wus allele ak reieie o aeny Soaoe alent ae aes 370,454 
Interest on funded and floating debts. 22. 2. .cern sce ence ac sesiets 537,534 
Interest, oxt stocks. ni dicec bint alolv aus bs Same Salm Blnle os @imitie ae ly 903,636 
$6,707,593 

Gitosa® inBonie acd eicetetee sora ve hoe = Recess ein Oe 6,423,209 
Deficit s1o.8.We ais v.29 lors eres, spared aide idl viet Ace pi ates le areata arin oie $284,384 


The number of fares collected for the year was 190,320,- 
435, an increase of 18,566,539 over 1910. In 1910 8847 pas- 
sengers were carried per 1000 passenger car miles, while 
in 1911 the number was 9668, an increase of 9.3 per cent. 
The average fare in I9II was 3.247 cents, a decrease of 
O.1I14 cent as compared with 1910. From March I, I9gI0, 
to June 1, 1911, the rate of fare was 3 cents cash, with 1 
cent for transfer and no rebate. From June 1, 1gtt, to the 
end of the year the rate was 3 cents cash fare. While 1 
cent was charged for a transfer at the time of issue, this 
was rebated when the transfer was used. 


Annual Meeting of Columbus Railway & Light Company 


At the annual meeting of the stockholders of the Colum- 
bus (Ohio) Railway & Light Company, on Jan. 23, the fol- 
lowing directors were elected: Robert E. Sheldon, E. K. 
Stewart, Clarence M. Clark, Carl J. Hoster, C. E. Wilcox, 
R. S. Warner and W. E. Lanman. The last-named three are 
new members who took the places of D. E. Putnam, George 
W. Sinks and Theodore Rhoads. 

The board organized by the election of Robert E. Shel- 
don as president; E. K. Stewart, first vice-president, general 
manager and treasurer; P. V. Burington, secretary and 
auditor; Herbert Burington, assistant secretary and assist- 
ant auditor; L. G. White, general superintendent; George 
Whisner, superintendent of transportation. J 

The statement of operation for the year showed gross 
earnings of $2,824,288; operating expenses, $1,503,056; net 
receipts from operation, $1,321,232; rentals and taxes, 
$1,065,617; interest and depreciation, $167,305; total rent, 
taxes, interest and depreciation, $1,233,012; surplus for stock, 
$88,220. The number of revenue passengers carried was 
54,813,024; transfer passengers, 14,349,733, making a total 
of 60,162,757, as compared with 58,665,837 the previous year. 
In his annual report President Sheldon said: 

“The year 1911 had unusual burdens to bear. notably a 
large interest charge in connection with the issuance of 
notes covering a long period, necessitated by abnormal ex- 
penses incident to the strike of ro1o and the most extensive 
street improvements for years. 

“In the North High Street work, which necessitated the 
reconstruction of that street from Fifth Avenue almost to 
the north corporation line, the depreciation charge alone 
amounted to over $80,000. Notwithstanding these excep- 
tionally heavy charges in a single year and ina year of 
industrial depression, there remains to the credit of profit 
and loss something over $100,000, or a little more than 2 
per cent. 

“T desire to make reference also to recent examinations 
by experts requested by a committee appointed by stock- 
holders and one of the lessor companies where differences 


FEBRUARY 10, 1912. } 


sn arisen, in which the expert accountants paid us the com- 
pliment of saying that our accounts were correct and prop- 
erly kept, while experts engaged by the committce to report 
on the physical property stated that it had been maintained 
ina high state of efficiency and its condition excellent. 

Doubtless most of you have read these reports, but it is 
well to emphasize them and to add that we start out this 
year with books clean and prospects encouraging for a most 
satisfactory year.” rs 

The operating expenses were 53.43 per cent of the gross 
earnings. 

Officers stated that within the next few months the re- 
ceipts of the Columbus Railway Company’s lines would 
probably reach the rate of $1,750,000 a year when, under 
the contract with the city, the rate of fare will be reduced 
to eight tickets for 25 cents. All arrangements have been 
made for this and the reduction will be made when the 
figures show that this amount will be received. 


Central Park, North & East River Railroad, New York, 
N. Y.—The United States Circuit Court of Appeals has de- 
nied the petition of the Central Park, North & East River 
Railroad for a rehearing of the suit brought by the Farmers’ 
Loan & Trust Company for the foreclosure of the mort- 
gage. 

Chicago City & Connecting Railways, Chicago, Ill—The 
Chicago City & Connecting Railways Collateral Trust, or- 
ganized on Jan. I, 1910, to take over the control of the 
Chicago City Railway, the Calumet & South Chicago Rail- 
way, the Southern Street Railway, the Hammond, Whit- 
ing & East Chicago Railway and the Chicago & Western 
Railway, has reported its earnings for the year ended Dec. 
31, ro1r. The total par value of the bonds and stocks of 
the company is $31,517,900, composed of stock of the Chi- 
cago City Railway of a par value of $16,971,900, stock of 
the Calumet & South Chicago Railway of a par value of 
$10,000,000, stock of the Southern Street Railway of a par 
value of $2.363,000, stock of the Hammond, Whiting & East 
Chicago Railway of a par value of $1,000,000, stock of the 
Chicago & Western Railway of a par value of $72,000, mak- 
ing the total par value of the stocks $30,406,900. There are 
also in the collateral trust $1,000,000 of bonds of the Ham- 
mond, Whiting & East Chicago Railway, $37,000 of bonds 
of the Southern Street Railway and $74,000 of bonds of the 
Chicago & Western Railway, making the grand total of 
stocks and bonds $31,517,900. The Chicago City & Connect- 
ing Railways Collateral Trust reports gross income consist- 
ing of dividends and interest for the year ended Dec. 31, 
I9Il, of $2,612,672 as compared with $2,587,493 for the year 
ended Dec. 31, 1910; total disbursements for the year ended 
Dec. 31, 1911, of $,148,762 as compared with $1,136,792 for 
the previous year; net income for the year ended Dec. 31, 
1911, of $1,463,910 as compared with $1,450,701 for the pre- 
vious year; surplus income for the year ended Dec. 31, 1911, 
of $38,909 as compared with $25,701 for the previous year, 
left after dividends of $1,425,000 had been paid each year on 
the participation shares. With the exception of the Chi- 
cago City Railway, the stocks in the trust are the entire 
issues of the respective companies. The only dividends 
known to have accrued to the pool are those on the stock 
of the Chicago City Railway, namely, 16 per cent in 1910 
and 11% per cent in 1911. The two years’ dividends to the 
trust aggregate $4,899,706. The dividends paid out each 
year by the trust are composed of the $4.50 cumulative 
dividend on the 250,000 preferred participating shares, which 
call for $1,125,000 per annum, and the $2 dividend which has 
been paid on the 150,000 common participating shares, 
which calls for $300,000, making a total of $1,425,000. 

Chicago & Milwaukee Electric Railroad, Chicago, Ill.— 
Harry Goodman has been made secretary of the new re- 
organization committee of bondholders of the Chicago & 
Milwaukee Electric Railroad. W. O. Johnson, receiver of 
the company, has filed a statement in the United States 
District Court which shows that the net income for I91I 
was $227,717, as compared with $148,829 for 1910, an in- 
crease of $78,888. ; 

Cincinnati, Newport & Covington Light & Traction Com- 
pany, Covington, Ky.—There will mature on March 1 
1912, $250,000 of 6 per cent bonds of the South Covington 
& Cincinnati Street Railway and on June 1, 1912, $100,000 
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of first mortgage 6 per cent bonds of the Bellevue Water, 
Fuel & Gas Company. W. E. Hutton & Company, New 
York, have bought the $250,000 of first consolidated mort- 
Sage 5 per cent bonds of the Cincinnati, Newport & Cov- 
ington Traction Company, due July 1, 1922, reserved to 
retire the 6 per cent bonds of the street railway and are 
offering to exchange the new bonds for the street railway 
© per cent bonds. 

Cleveland, Painesville & Eastern Railroad, Willoughby, 
Ohio. Fred Wilkson has been elected a director of the 
Cleveland, Painesville & Eastern Railroad and of the Cleve- 
land, Painesville & Ashtabula Railroad to succeed George 
W. Avery, resigned, 

Dallas (Tex.) Electric Corporation.—Stone & Webster, 
Boston, Mass., and the Old Colony Trust Company, Boston, 
Mass., are offering $1,000,000 of five-year 5 per cent coupon 
notes of the Dallas Electric Corporation at 9534 and in- 
terest, to yield 6 per cent. The notes are issued in de- 
nominations of $500 and $1000, and are callable as a whole 
at 100 and accrued interest on any interest date upon thirty 
days’ notice. The issue is dated Feb. 1, 1912, and is due 
eb, 1, I9z7. 

Georgia Railway & Electric Company, Atlanta, Ga— 
The stockholders of the Georgia Railway & Electric Com- 
pany have approved the lease of the property of the com- 
pany to the Georgia Railway & Power Company. The call 
for the meeting of the stockholders of the Georgia Rail- 
way & Electric Company to vote on this subject was re- 
ferred to in the ELecrrrc RatLway JourRNAL of Jan. 20, 1912. 


Hagerstown (Md.) Railway.—New officers and directors 
were elected for the Hagerstown Railway at the annual 
meeting of the stockholders of the company in January, 
C. W. Lynch, former president of the company, and Will- 
iam Jennings, former treasurer, having disposed of their 
interest in the company, as noted in the ELecrric RAILWAY 
JOURNAL of Dec. 16, 1911, page 257. The new officers are 
as follows: Henry Holzapfel, Jr., president; M. P. Moller, 
vice-president; V. Monroe Cushwa, secretary; Alexander 
Armstrong, Jr., treasurer; Emory L. Coblentz, F. B. Smith, 
Cyrus F. Flook, Harvey S. Bomberger, D. K. Cushwa, D. 
Ramaciotti, Thomas H. Haller and Lewis C. Motter, di- 
rectors. 


Haverhill & Amesbury Street Railway, Merrimac, Mass. 
—The Railroad Commission of Massachusetts has approved 
an issue of not exceeding $230,000 of additional stock by 
the Haverhill & Amesbury Street Railway to pay floating 
indebtedness incurred for new construction and equipment 
and to purchase property. The commission has also au- 
thorized an issue of not exceeding $380,000 of 5 per cent 
twenty-year coupon or registered bonds. 


Indianapolis, Crawfordsville & Western Traction Com- 
pany, Crawfordsville, Ind.—A decree has been entered in 
the federal court providing for the sale of the property of 
the Indianapolis, Crawfordsville & Western Traction Com- 
pany by the master in chancery unless the interest which 
is due on the bonds is paid within ten days. The property 
is to be sold as a whole for not less than $1,000,000. 


Indianapolis & Louisville Traction Company, Louisville, 
Ky.—A decree has been entered in the Federal Court at 
Indianapolis, Ind., providing for the sale of the property of 
the Indianapolis & Louisville Traction Company unless the 
interest due on the bonds secured by the first mortgage 
is paid within ten days. The decree fixes the upset price 
at $756,000. 

Kokomo, Marion & Western Traction Company, Ko- 
komo, Ind.—The annual meetings of the stockholders of 
the Kokomo, Marion & Western Traction Company, the 
Kokomo, Frankfort & Western Traction Company and the 
Kokomo Public Utility Company were held on Jan. 29, 
1912. The directors were all re-elected except Weiene AP, Tal, 
Palmer and J. B. Carter were elected directors of the Ko- 
komo, Frankfort & Western Traction Company and the 
Kokomo Utility Company to succeed A. R. Holiday and 
Henry Kohn. 

Louisville (Ky.) Railway.—The directors of the Louis- 
ville (Ky.) Railway have ratified the sale of $1,000,000 of 
5 per cent forty-year general mortgage bonds. The bonds 
are part of an issue authorized in 1910, of which $3,000,000 


is outstanding. 
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Northern Ohio Traction & Light Company, Akron, Ohio. 
—The Northern Ohio Traction & Light Company has filed 
a petition with the Public Service Commission of Ohio for 
permission to issue $2,000,000 of stock. The petition states 
that the proceeds from the sale of this stock are to be used 
to build double tracks, purchase new cars and erect a 
freight and passenger terminal at Akron, Ohio, and com- 
plete a new power plant at Cuyahoga Falls. 

Portland (Me.) Railroad.—J. & W. Seligman & Company, 
New York, N. Y.; A. B. Leach & Company, New York, 
N. Y.; J. G. White & Company, Inc., New York, N. Y., and 
E. W. Clark & Company, Philadelphia, Pa., have together 
purchased the stock of the Portland Railroad and are for- 
mulating plans for the purchase by the Cumberland County 
Power & Light Company, recently incorporated, or some 
similar company, of the Portland Electric Company and the 
Lewiston, Augusta & Waterville Street Railway, and the 
lease by the Cumberland County Power & Light Company 
of the Portland Railroad. The details have not yet been 
perfected. 

Rochester & Manitou Railroad, Rochester, N. Y.—The 
Public Service Commission of the Second District of New 
York has authorized the Rochester & Manitou Railroad 
to issue $10,000 of bonds to be sold at not less than 85, 
the proceeds to be used to purchase three new double-truck 
passenger cars and necessary equipment. These cars have 
already been ordered. 

Salisbury & Spencer Railway, Salisbury, N. C.—The Sal- 
isbury & Spencer Railway, which passed into the control 
of Coler & Company, New York, N. Y., recently as noted 
in the ELectric RAILWAY JOURNAL of Nov. I1, 1911, page 1042, 
has been leased to the North Carolina Public Service Com- 
pany, which is also controlled by Coler & Company. 


San Antonio (Tex.) Traction Company.—The San An- 
tonio Traction Company has increased its capital stock from 
$1,000,000 to $1,210,000 to provide funds to install new 
equipment and make improvements. 


Slate Belt Electric Street Railway, Pen Argyl, Pa—The 
Slate Belt Electric Street Railway has been reorganized 
and the following new officers have been elected: C. H. 
Latta, Bethlehem, president; J. C. Keller, Wind Gap, vice- 
president; G. A. Schneebeli, Nazareth, secretary and treas- 
urer; L. H. Mountney, Pen Argyl, general manager. The 
following directors were elected: George K. Mosser, Hubert 
E, Rogers, Alan ©; Dodson, G. A. Schneebeli, J. €. Keller, 
O. D. Schaffer, E. A. Speer and Charles N. Miller. 

Springfield (Mass.) Street Railway.—The Railroad Com- 
mission of Massachusetts has authorized the Springfield 
Street Railway to issue $200,000 of twenty-year 4 per cent 
bonds to provide for floating debt incurred on account of 
construction, new equipment, etc. 


Sunbury & Northumberland Electric Railway, Sunbury, 
Pa.—The consolidation of the Sunbury & Selinsgrove 
Electric Street Railway, the Sunbury & Northumberland 
Electric Railway, the Sunbury, Lewisburg & Milton Rail- 
way, the Montandon & Milton Street Railway and _ the 
Chillisquaque Connecting Street Railway was approved on 
Jan. 31, 1912, The new company is to be known as the 
Sunbury and Susquehanna Railway. 

Virginia Railway & Power Company, Richmond, Va.— 
Mayor Richardson of Richmond has approved the fran- 
chise amendments agreeing to the transfer of the Seven 
Pines line from the system of the Virginia Railway & 
Power Company to the Richmond, Urbanna & Peninsula 
Railway, as a nucleus for its proposed railroad to Urhanna. 


Dividends Declared 


3oston (Mass.) Elevated Railway, 3 per cent. 

Detroit (Mich.) United Railways, quarterly, 114 per cent. 

Duluth-Superior Traction Company, Duluth, Minn., quar- 
terly, 1 per cent, preferred; quarterly, 1% per cent, common. 

Kokomo, Marion & Western Traction Company, Kokomo, 
Ind., 1% per cent, common. 

Lewiston, Augusta & Waterville Street Railway, Lewis- 
ton, Maine, quarterly, 1% per cent, preferred. (No. 7.) 

Massachusetts Northern Railways, Greenfield, Mass., 
quarterly, 114 per cent, preferred. 

Portland Railway, Light & Power Company, Portland, 
Ore., quarterly, 1 per cent. 
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Philadelphia Company, Pittsburgh, Pa., 2/2 per cent, pre- 
ferred. 

Susquehanna Railway, Light & Power Company, New 
York, N. Y., 2% per cent, preferred. 

Tampa (Fla.) Electric Company, 2% per cent, quarterly. 

Twin City Rapid Transit Company, Minneapolis, Minn., 
quarterly, 134 per cent, preferred; quarterly, 1% per cent, 
common. 

United Power & Transportation Company, Philadelphia, 


Pa., $1.40. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


BANGOR RAILWAY & ELECTRIC COMPANY. 


Gross Operating Net Fixed _ Net 
Period, Earnings Expenses. Earnings. Charges. Surplus. 
iit.) Deca ola $54,383 *$24,654 $29,729 $11,485 $14,244 
Cis ui 710 47,515 *20,826 26,689 12,165 14,524 
(a old nad 331,465 *144,163 187,302 80,157 107,145 
Gr ¢ 10 310,332 %*135,600 174,732 72,089 102,643 


RAPID TRANSIT COMPANY. 
$637,323 


BROOKLYN (N. Y.) 
$1,871,329 $1,234,006 


Im., Nov., ’il 


CENTRAL PARK, NORTH & EAST RIVER RAILROAD, NEW YORK. 


Im., Nov., ‘11 $53,022 $52,581 a an ets ee ey 
CHATTANOOGA (TENN.) RAILWAY & LIGHT COMPANY. 
Im., Dec. ‘11 $83,827 $50,234 $33,593 $21,029 $12,564 
El oe 10 75,659 *47,331 28,328 18,862 9,466 
ii "11 943,472 *553,748 389,724 239,713 150,011 
BEL wee "10 875,078 *511,453 363,625 220,807 142,818 
CONEY ISLAND & BROOKLYN RAILROAD. 

Im. Nov., 11 $99,999 $79,433: "$20,506 Geese. 6 wecies 
EAST ST. LOUIS & SUBURBAN COMPANY. 

Im, Dec, ’11 $202,702: $90,845 - S111S96 7 Joh. cae 
Peres "10 202,814 . @9,175 © 118639) Saciay oe se 
ge ae “11, “Qyat.ta7 37904, SOL “Aree ee 0 oe tae 
2% 30 -9,364,142-- 1,074,046 1140 78E, 9 dxawoe —, a cedee 
GRAND RAPIDS (MICH.) RAILWAY. 

Im., Dec. 711 $108,609 *$60,167 $48,442 $14,556 $33,886 
ee: 10 96,274 *59,872 36,402 14,349 22,053 
PD eee "111,169,393 *660,278 509.115 179,388 + —-329,727 
re aa, 10 ~—-«1,132,578 *619,646 512,932 181.272 «331,660 


HUDSON & MANHATTAN RAILROAD, NEW YORK. 
$270,872 $151,614 


RAPID TRANSIT COMPANY, 
$2,690,886 $1,218,894 $1,450,992 


im, Nov, “i $119,252 


INTERBOROUGH 
Tro., Nov., “tl 


NEW YORK. 


LEWISTON, AUGUSTA & WATERVILLE STREET RAILWAY. 


pe eee “ad $41,846  *$27,486 $14,360 $14,448 F$88 

1A \ "10 37,694 *25,341 12,353 13,100 7747 

joy a ie 309,417 *174,169 135,248 86,704 48,544 

5x *g "10 292,985 *170,292 122,693 78,738 43,955 
METROPOLITAN STREET RAILWAY, NEW YORK. 

Im., Nov. ‘11 $1,144,967 $808,617 $336,349 


NEW YORK & QUEENS COUNTY RAILWAY. 


Im., Noy, ‘11 $96,775 $109,634 SISOS | Ricken mw Sead 


PORTLAND (ORE.) RATLWAY LIGHT & POWER COMPANY. 


Im. Dec. 11 $556,397 “$256,733 $299,664 $132,750 $166,914 
Geiss 10 529,969 *233,695 296,274 123.333 17294] 
tel. ‘11 6,336,703 *3,069,897 3,266,806 1,510,280 1,756,526 
12 ‘ 10 5,638,896 *2:724,378 2914.518 1,398'029 11516489 
ST, JOSEPH (MO.) RAILWAY, LIGHT, HEAT & POWER COMPANY. 
Im. Dec. ‘11 $101,401 *$55,966 $45,435 19,708 25,727 
bh Bs 10 96,048  —*51,015 45,033 eiiett “tenis 
ina "11 -1,099,285 *681,327 4177958 + ~=—-231608 + ~—« 186350 
12 10 1,038,056 "601,973 436,083 221'485 —-214’508 
SEATTLE ELECTRIC COMPANY. 
1m, Nov. ‘11.... $451,563 $243,881 $207,683 $115,523 ¢00 
i 4g 469.334 256618 212,716 "106026 loe'eGn 
ia “* "11... 5,466,891 3,046,405 2.420.486 1,365,382 1.055.104 
12 * "10... .5,576,239 3,241,023 2.335.217 15303,587  1'031,630 
THIRD AVENUE RAILROAD, NEW YORK. 
Im,, Nov. ‘11 $304,882 $171,191 SI33,692 = sicaas 
TOLEDO RAILWAY & LIGHT COMPANY. 
Im. Dec. 11 $301,961 $183,008 $118,954 84,7 
1 11 -3,148,641 1,982'929 1.165.713 371605 Toei 


WHATCOM COUNTY RAILWAY & LIGHT COMPANY, 
BELLINGHAM, WASH. 


$37,880 $17,550 


Bd Fe ; $20,329 11,000 9 
ae "10 39,241 17,477 21.764 Moras Toe 
LE te 11 425,127 208,218 += 217,909 ~—«- 129304 88.608 
12 10 431,780 236,951 195829 = 107°194 87,638 
‘Includes taxes. 7Deficit. 
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Traffic and Transportation 


Service Order in Milwaukee 


As a means to better the crosstown street railw ay serv- 
ice in Milwaukee, Wis., the Railroad Commission has or- 
dered lhe Milwaukee Electric Railway & Light Company 
for a period of ninety days, to route a sufficient number 
of cars to care for the traffic during the rush hours over 
the Eighth and Twelfth Street lines and to grant double 
transfers to patrons of these lines coming from and des- 
tined to points west of these lines. This order continues 
and amplifies the order of the commission made in Novem- 
ber respecting the Eighth Street viaduct 
issued following a rehearing on that order 
Under the order of the 
guired: 


a 


service, being 
held on Jan, 15. 
commission the company is re- 
1. To route a sufficient number of its cars adequately 
to care for the traffic during the morning and evening 
Hours when traffic is greatest on its Twelfth Street line 
in Milwaukee, “from the northern terminus of such line 
to State Street, thence east on State Street to Eleventh 
Street, thence south on Eleventh Street to Clybourn Street, 
thence west on Clybourn Street to Sixteenth Street, thence 
south across Sixteenth Street viaduct to Eleventh Avenue, 
thence south on Eleventh Avenue to Muskego Avenue, and 
thence along Muskego Avenue to the terminus of the line 
On said avenue. 

“2. To restore the service on its Eighth Street line, as 
formerly operated, and over the same route to the Public 
Service Building, or to such point in the vicinity thereof as 
may be necessary and convenient for the sake of efficient 
operation. 

“3. To grant two transfers upon the payment of a single 
fare to all persons transferring from other lines north of 
the viaduct to the Twelfth Street and Eighth Street cross- 
town lines who are destined to points west of said cross- 
town lines which are situated on street car lines south of 
the viaduct, and to grant two transfers upon the payment 
of a single fare to all persons transferring from other lines 
south of the viaduct to the Twelfth Street and Eighth 
Street car lines who are destined to points west of said 
crosstown lines situated on street car lines north of the 
viaduct.” 

In its opinion the commission says: 

“It is very evident from the statistics gathered that per- 
haps less than half of the workmen who travel between the 
north and the south sides of the city use the present cross- 
town service. This seems due to the fact that many cannot 
reach their destination by the new route without paying 
two fares and consequently take through lines running 
through the congested sections of the city. 

“As most of the industries are either located on or are 
tributary to the various lines running east and west both 
on the north and the south lines of the city, it is probable 
that only those travel over the new line whose homes and 
places of employment are so situated that they can travel 
between them upon a single fare. This necessarily limits 
the usefulness of the new service and only partially ob- 
viates the evil which the crosstown line is designed to 
remedy. : 

“Unless a system of transfers is established by which 
persons residing along the east and west lines north of the 
river can reach points on the east and west lincs south of 
the river which are west of the crosstown line without be- 
ing obliged to pay two fares, and also those residing on 
such lines south of the river can reach points on such lines 
north of the river which are west of the crosstown line 
without being obliged to pay two fares, the existing cross- 
town line, or any other crosstown line, will serve only a 
part of the people who require such service. 

“Practically all of the traffic carried on the 
composed of mechanics who travel morning and evening. 
This traffic moves between 6 a. m. and 0 a. m. and 5 p. m. 
and 6 p.m. From 9 a. m. until 5 p. m. there is very little 
travel over the crosstown line. } 

“The company seriously objects to SL niaa aed eahikerre ate 
upon a single fare, for the reason that ange establish 
dangerous precedent and materially decrease the operating 
revenues. We doubt yery much whether, under the cir- 


new line is 
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cumstances of the particular line i sti : ia- 
ble depreciation 2 oe La sepia ny als ee 

Dp! : prac- 
tice. The company is receiving but one fare from the 
traffic that would be accompanied by two transfers and is 
obliged to transport it a longer distance and through the 
most congested part of the city. 

“Until the contrary is shown by actual experience, we 
shall be of the opinion that the objection of the company 
to granting two transfers in the instant case is not tenable, 
nor can the practice in such cases, because of its peculiar- 
ities, be considered as a precedent to be followed in other 
cases. The public has as much interest as the company in 
the prevention of abuse of transfer privileges. No objec- 
tion has arisen to the new service over the viaduct. It has 
met with the approval of those who are so situated as to 
avail themselves of it. Nevertheless, considerable objection 
has manfested itself to the abandonment of the former 
service on the Eighth Street line. Those who are obliged 
to use this line to reach the downtown district are greatly 
inconvenienced because the service is not a continuous 
one, as formerly. They ask that, in addition to the present 
crosstown service, the original service be restored. 

“A study of the situation, however, does not convince 
us that a restoration of the service over the entire line, 
as formerly operated, will subserve the best interests of 
the public as a whole. Until a crosstown line is constructed 
north from the viaduct, as repeatedly advised and urged by 
the commission, we can see no reason for restoring service 
on the Eighth Street line further south than the Public 
Service Building. Of course, the plan thus adopted is at 
most but a makeshift, and is in the very nature of the sit- 
uation more or less unsatisfactory. Notwithstanding, it 
seems to be the best solution of the difficulty that the infor- 
mation at hand and available at present indicates.” 


Los Angeles Board Given Right to Regulate Fares.— 
The City Council of Los Angeles, Cal., has adopted an 
ordinance giving the Board of Public Utilities of Los An- 
geles the right to regulate the fares charged by the street 
railways which operate in Los Angeles. 


Accidents in New Jersey in January.—The Board of 
Public Utility Commissioners of New Jersey, by an order 
which became effective on Jan. I, 1912, required electric 
railways to report accidents occurring upon their lines. 
The accident reports for January, 1912, show that during 
the month thirty-six people were injured and four killed. 


Service Over the Queensboro Bridge, New York.—The 
Third Avenue Railway, New York, N. Y., on Feb. 4, 1912, 
began operating cars over the Queensboro Bridge from 
Long Island City to Third Avenue, New York, thence south 
to Forty-second Street and west to the ferry operated be- 
tween New York and Weehawken by the West Shore Rail- 
road. 


Inquiry Into Reasonableness of Bridge Fares in New 
York.—The Public Service Commission has set Feb. 13, 
1912, as the day for the hearing by Commissioner Maltbie 
to decide whether conditions warrant an order to the 
sridge Operating Company, operating cars over the Will- 
iamsburg and Brooklyn bridges, to reduce the fare for 
local electric service. 

Investigation of Street Railway Conditions in Cincinnati. 
—The street railway committee of the City Council of Cin- 
cinnati has agreed to recommend the employment of R. W. 
Harris, of the engineering staff of the Railroad Commis- 
gion of Wisconsin, to investigate street railway conditions 
in Cincinnati with a view to securing better service by re- 
routing cars and fixing stops. 

Interchange Case Before the Interstate Commerce Court. 
—Arguments were heard in the United States Commerce 
Court on Feb. 6, 1912, by attorneys representing the Bal- 
timore & Ohio Southwestern Railroad and the Norfolk & 
Western Railway to set aside an order of the Interstate 
Commerce Commission requiring the railroads to operate 
certain switch connections with the lines of the Cincinnati 
& Columbus Traction and to maintain through rates. 

Fare Between Louisville and New Albany Not to Be 
Increase?—The Booster, a periodical published by the 
United Gas & Electric Company, which controls the Louis- 
ville & Northern Railway & Light Company, New Albany, 


258 ELECTRIC RAILWAY JOURNAL. 


Ind., denies the rumor that the company proposes to 1n- 
crease the fare between Louisville and New Albany from 
5 cents to 10 cents, and avers that, although the minimum 
annual rental for bridge right-of-way between the two 
cities is $44,000, not more than 5 cents for fare will be 
charged, 

Service in the Twin Cities—W. J. Hield, vice-president 
of the Twin City Rapid Transit Company, Minneapolis, 
Minn., is quoted as follows in regard to service in Minne- 
apolis and St. Paul: “Under normal conditions we have 2) 
certain number of cars in the repair shops for overhauling. 
This condition does not now exist, however, because we 
are operating in Minneapolis every available car during the 
rush hours and the shop crews are working exclusively on 
the new cars under construction. So it may be seen that 
by keeping in service the complement of cars usually as- 
signed to the repair department we have actually increased 
the number of cars on the lines in January. We are build- 
ing 100 new cars and one-third of them will go to St. Paul 
and the remainder be put into service in Minneapolis. Con- 
ditions are about the same in both cities, and in fairness 
we must send some of the new equipment to St. Paul. But 
when the new cars are put out the future policy will be 
determined upon investigations by Inspector Lund and the 
report of R. W. Harris, who is now studying conditions in 
Minneapolis.” 


Decision in St. Louis Mill Tax Case.—A decision was 
rendered on Feb. 5, 1912, by Judge Fisher of the Circuit 
Court at St. Louis in a case based on the attempt of the 
city to collect a mill tax from the United Railways. The 
decision was based on a suit for $51,438, which the city 
claimed was due to it for the first quarter of 1910 under the 
mill tax ordinance. The amount at issue, plus interest, 
was $56,967. The situation arising from the attempt of the 
city to levy a tax in this way has been in the courts for a 
number of years. City Counselor Walther is quoted as 
stating that the decision was a victory for the city. The 
legal representative of the city expects that the company 
will make a motion for a new trial and that if this is de- 
nied an appeal will be taken by the company to the State 
Supreme Court. That court, according to the St. Louis 
Post-Dispatch, is nearly three years behind its docket and 
an appeal would involve a long delay. H.S. Priest, counsel 
for the company, was quoted as stating that an appeal 
would be taken from the decision. Although the ordinance 
by which the city sought to collect 1 mill on each revenue 
passenger carried by the company was made effective in 
1903, the suit just decided by the court was filed on Sept. 
14, 1910. Other cases based on the same measure have 
been in the courts recently. 


Fare Changes on the East St. Louis & Suburban Rail- 
way.—T. W. Gregory, assistant secretary and assistant 
treasurer of the East St. Louis & Suburban Railway, has 
announced that the to-cent fare between Edgemont and 
Belleville, which prevailed before Edgemont was annexed 
to East St. Louis, will be restored. The Belleville cars 
will be run through from Belleville across the Eads Bridge 
to Third Street and Washington Avenue, St. Louis, and 
from St. Louis to the Public Square in Belleville. The 
through rate from St. Louis to Belleville, and vice versa, 
will be 20 cents. For patrons who ride twice each day 
from Edgemont to Belleville a rate of 6.25 cents will be 
made. Books will be sold at the rate of four tickets for 
30 cents, or 7.5 cents each for others. The 5-cent fare be- 
tween Edgemont and Belleville and the 1rs5-cent fare be- 
tween St. Louis and Belleville were put into effect by the 
company in May, 1900, following the annexation of Edge- 
mont by East St. Louis and notice from the East St. Louis 
city officials that the company could charge only 5 cents 
within the city limits. The company obeyed the order, but 
routed cars around the loop at Third Street and Broadway 
in East St. Louis, requiring passengers for St. Louis to 
transfer. The company took the fare question into the 
United States Court, and Judge Francis M. Wright re- 
cently in an opinion ruled that the 5-cent fare between 
Edgemont and Belleville is unfair. The distance from St. 
Louis to Belleville is approximately 16 miles. The com- 
pany claims that the reduced schedule of 15 cents from St. 
Louis to Belleville, and 5 cents from Edgemont to Belle- 
ville, resulted in a net loss of $5,000 a year, 
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Personal Mention 


Mr. A. Biedenbender has been appointed superintendent 
of the local lines of the Ohio Electric Railway at Hamil- 
ton, Ohio. 

Mr. J. H. Bissell has been appointed assistant treasurer 
of the Paducah (Ky.) Traction Company to succeed Mr. 
Harry A. Arthur. 

Mr. James M. Motley has been appointed purchasing 
agent of the Panama Tramway Company, which is to build 
a street railway in the city of Panama. 

Mr. E. W. Goss has resigned as general superintendent 
of the West Chester (Pa.) Street Railway. Mr. Goss has 
been connected with the company for six years. 

Mr. D. M. Perine, superintendent of motive power of 
the Pennsylvania Railroad at Pittsburgh, Pa., has been 
transferred to the New Jersey division as superintendent 
of motive power. 

Mr. George Smiley, who has been superintendent of the 
local lines of the Ohio Electric Railway at Hamilton, Ohio, 
has been transferred to Dayton, Ohio, where he will occupy 
a similar position. 

Mr, F. Swayze, formerly with the Niagara, St. Catharines 
& Toronto Railway, St. Catharines, Ont., has been ap- 
pointed general manager of the Niagara, Welland & Lake 
Erie Electric Railway, Welland, Ont., which is under con- 
struction. 

Col. J. M. Gibson, Lieutenant-Governor of Ontario, for- 
merly president of the Dominion Power & Transmission 
Company, Hamilton, Ont., has been created a Knight 
Commander of the Order of St. Michael and St. George 
by King George. 

Mr. J. T. Wallace, superintendent of the West Jersey & 
Sea Shore Railroad, Camden, N. J., has been appointed 
general superintendent of motive power of the Pennsyl- 
vania Railroad, with office at Altoona, Pa.; succeeding R. N. 
Durborow, deceased. 

Mr. A. E. Duty, who has been assistant superintendent 
of the Cleveland (Ohio) Railway, has been appointed super- 
intendent of the company to succeed Mr. George L. Rad- 
cliffe, whose appointment as general manager is referred 
to elsewhere in this column. 

Lieut. Col. Rodolphe Forget, M.P., president of the Que- 
bec Railway, Light, Heat & Power Company and the Riche- 
lieu & Ontario Navigation Company and a director of the 
Toronto Railway and Canadian General Electric Company, 
has been created a Knight Bachelor by King George. 

Mr, A. C. Wenzel, assistant chief clerk in the office of 
the general freight agent of the Cleveland, Cincinnati, Chi- 
cago & St. Louis Railroad at Cincinnati, Ohio, has been 
appointed general freight and passenger agent of the Cin- 
cinnati, Georgetown & Portsmouth Railroad and the Ohio 
River & Columbus Railway. 

Mr. W. J. Canada, formerly superintendent of motive 
power for the Appleyard lines in Ohio, was elected presi- 


‘dent of the Western Association of Electrical Inspectors 


at the convention of that association in Milwaukee, Wis., 
Jan. 23 to 25, ror2. Mr. Canada is electrical and hydraulic 
engineer for the Rocky Mountain Fire Underwriters’ As- 
sociation. 

Mr. J. J. Stanley, president and general manager of the 
Cleveland (Ohio) Railway, has relinquished the duties of 
general manager of the company and Mr. George L. Rad- 
cliffe, formerly general superintendent of the company, has 
been elected general manager. Mr. Stanley succeeded Mr. 
Horace E,. Andrews as president of the company following 
the ratification of the Tayler franchise about two years ago. 

Mr. C. E. A. Carr, whose resignation as general man- 
ager of the Quebec Railway, Light, Heat & Power Com- 
pany, Quebec, Que. to become general manager of the 
New Orleans, Southern & Grand Isle Railway and the 
Algiers Railway & Lighting Company, New Orleans, La., 
was announced recently in the Extectric RATLWAy JOURNAL, 
was presented by his staff with a gold watch and fob for 
himself and a silver purse for Mrs. Carr. 


Mr. W. S. Loomis, president of the Holyoke (Mass.) 
Street Railway, who recently relinquished the duties of 


hy. 
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general manager of the company, was presented with a 
loving cup by the employees of the company as a token of 
esteem on Jan. 31, 1912. As stated in the Etecrric RAU- 
WAY JOURNAL of Jan. 27, 1912, Mr. Louis D. Pellisier, vice- 
president and secretary of the company, has also been ap- 
pointed general manager of the company. 


Mr. John Mifflin Hood, Jr., has resigned as secretary of 
pee ork & Seal Company, Baltimore, Ma. and has 
ga: n up active duties as consulting engineer of the 
United Railways & Electric Company, Baltimore, Md. Be- 
fore becoming connected with the Crown Cork & Seal Com- 
pany about a year ago Mr. Hood was the chief engineer of 
the United Railways & Electric Company. He did not 
Sever this official connection, but continued as an official 
of the railway in a consulting capacity. 

Mr. John Paul, who has been freight and passenger 
peste of the Niagara, St. Catharines & Toronto Railway, 
St. Catharines, Ont., has been appointed district freight 
agent of the Canadian Northern Railway, with headquar- 
ters at Winnipeg, Man., vice Mr. J. B. Sheppard, resigned. 
Mr. Paul was born in Euphrasia Township, Ontario, on 
Sept. 13, 1853, and entered railway service in August, 1879. 
Since then he has been connected with the Northern Rail- 
way, the Grand Trunk Railway and the Michigan Central 
Railway. : 

Mr. Frank Kingsley has become connected with the edi- 
torial department of this paper. For the past four years 
Mr. Kingsley has been engaged in power station and shop 
construction and equipment work for Westinghouse, 
Church, Kerr & Company. Prior to that time he served as 
apprentice and machinist in the locomotive and car shops 
of the Chicago Great Western Railway and later was gen- 
eral foreman of the Helena shops of the Northern Pacific 
Railway. He was graduated from the mechanical engineer- 
ing department at Cornell University in 1900. ’ 

Mr. G. N. Lemmon has resigned as electrical engineer 
of the Michigan United Railways with headquarters at 
Jackson, Mich., and has been appointed assistant chief 
engineer of the Mahoning & Shenango Railway & Light 
Company with headquarters at Youngstown, Ohio. Mr. 
Lemmon was formerly superintendent of overhead lines of 
the Mahoning & Shenango Railway & Light Company and 
before he served in that capacity he represented Sanderson 
& Porter, New York, N. Y., in construction and power 
house work for the Mahoning & Shenango Railway & 
Light Company. 

Mr. Clement C. Smith resigned as president of the East- 
ern Wisconsin Railway & Light Company at the annual 
meeting of the directors at Green Bay, Wis., on Feb. 6, 
1912, to give his entire time to the duties of his office as 
president of the Wisconsin Securities Company, a hold- 
ing company for the Green Bay Traction Company, the 
Green Bay Gas & Electric Company and the Northern Hy- 
droelectric Power Company. Mr. Smith continues as a 
director of the Eastern Wisconsin Railway & Light Com- 
pany. As noted elsewhere in this column, he is succeeded 
as president of that company by Mr. Henry F. Whitcomb. 


Mr. Calvin Whiteley, heretofore assistant chief engineer 
of the United Railways & Electric Company, Baltimore, 
Md., has been promoted to the position of chief engineer 
of that company. Mr. Whiteley was formerly chief engi- 
neer of the Virginia Railway ‘& Power Company, Ricli- 
mond, Va., which position he held for eleven years. Prior 
to his connection with the Virginia Railway & Power Com- 
pany Mr. Whiteley was associated with the Western Mary- 
land Railroad as engineer in charge of construction on 
work in Southern Pennsylvania. He was also at one time 
employed as division engineer by the Baltimore Traction 
Company, one of the constituent companies of the United 
Railways & Electric Company. 

Mr. Mortimer Silverman, whose appointment as elec- 
trical engineer of the Ft. Dodge, Des Moines & Southern 
Railroad, Boone, Ia., was noted in the Erecrric RAILWAY 
JourNAL of Jan. 27, 1912, was graduated from the Massachu- 
setts Institute of Technology in 1900. ; After considerable 
experience in the testing department of the General Elec- 
tric Company Mr. Silverman became connected with the 
Pittsburgh (Pa.) Railways as electrical engineer. He has 


lately been connected with the Western New York & 
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Pennsylvania Traction Company, Olean, N. Y., in charge 
of all mechanical and electrical work and the construction 
of the power system of the company and the new lines 
which have been built by the company. 

Mr. Henry F. Whitcomb was elected president of the 
astern Wisconsin Railway & Light Company at the an- 
nual meeting of the directors at Green Bay, Wis., on Feb. 
6, 1912, succeeding Mr, Clement C. Smith, who resigned 
to give his entire time to the duties of his office as presi- 
dent of the Wisconsin Securities Company, the holding 
company for the Green Bay Traction Company, the Green 
Bay Gas & Electric Company and the Northern Hydro- 
electric Power Company. Mr. Smith continues as a di- 
rector of the Eastern Wisconsin Railway & Light Com- 
pany, and it is understood there will be no changes in the 
management of the various properties. Mr. Whitcomb, the 
new president, was born in 1848 and entered steam rail- 
road service as agent for the Sheboygan-Fond du Lac 
Railroad at Sheboygan Falls in May, 1865. He served as 
clerk .to the president and as agent at Sheboygan suc- 
cessively from May, 1869, to January, 1871. In February, 
1873, he was appointed general freight and passenger agent 
for the Milwaukee, Lake Shore & Western Railway, in 
which position he remained until Oct. 1, 1885, when he 
was made general manager of that road. On Sept. 27, 
1893, he was appointed receiver and general manager of the 
Wisconsin Central Railway and was made president when 
the company was reorganized on July 18, 1899. Mr. Whit- 
comb continued as president of the Wisconsin Central until 
1907, and since that time has served as president of the 
Wisconsin & Northern Railroad, which position he now 
holds. 

Mr. George L. Radcliffe was appointed general manager 
of the Cleveland (Ohio) Railway at the meeting of the 
directors on Feb. 1, 1912, to succeed Mr. J. J. Stanley, who 
continues as president of 
the company. Mr. Rad- 
cliffe began his career as a 
conductor on the old 
Broadway & Newburg line 
in Cleveland twenty-three 
years ago, when Mr. J. J. 
Stanley was superintend- 
ent. From the position of 
conductor he was- ap- 
pointed to the stockroom 
and then was made cashier 
and finally paymaster. Out- 
door work was more to his 
liking, and he became in 
turn inspector, dispatcher, 
division superintendent, as- 


sistant superintendent and 
: superintendent. I@uayie, 
G. L. Radcliffe arate time after the Ever- 
ett-Moore syndicate secured control of the Cleveland prop- 
erty Mr. Radcliffe was connected with the Detroit United 
Again, during the Johnson management of the 
Cleveland roads, Mr. Radcliffe was connected with the 
Schenectady (N. Y.) Railway, serving the company as 
superintendent from July, 1908, until March, 1910, when 
he re-entered the service of the Cleveland Railway. 


OBITUARY 


B. F. Pearson died at Halifax, N. S., on Jan. 31, 1912. 
Mr. Pearson was born in Nova Scotia fifty-eight years ago. 
He promoted the Halifax Electric Tramway and assisted 
in establishing electric railways and power companies in 
the West Indies, Mexico and South America, 

Frank J. Drake, representative of the sales department of 
the Lorain Steel Company at Philadelphia, Pa., is dead. 
Mr. Drake had been connected with the Lorain Steel Com- 
pany for many years, first at the Lorain Works, then at the 
New York office of the company and for the past six years 
in Philadelphia, where he represented the company in Penn- 
sylvania, Maryland and Virginia. Mr. Drake served for a 
number of years as a member of the exhibit committee of 
the American Electric Railway Manufacturers’ Association 
and at the Atlantic City convention in 1910 was chairman 
of that committee. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not previously re- 
ported. 


RECENT INCORPORATIONS 


*Crow’s Nest Pass Street Railway, Cowley, Alta— 
Application for a charter has been made in Alberta by this 
company to build an electric railway from Cowley, west 
through Lundbreck, Burmis, Passburg, Bellevue, rank, 
Blairmore, Coleman, to a point near Crow’s Nest Lake. 
Capital stock $500,000. Incorporators: W. A. Beebe, 
Robert Coulthard and Thomas BL. George, all of Blairmore. 

*Medicine Hat Railway, Medicine Hat, Altaa—Application 
for a charter has been made in Alberta by this company to 
build an electric railway to connect Medicine Hat, Dun- 
more and Elkwater Lake. Incorporators: Albert F. Krap- 
pel, David W. Brown and Warren Overplank, all of Medi- 
cine Hat. 


*Mount Greenwood & Worth Traction Company, Chi- 
cago, Ill.—Incorporated in Illinois to build electric rail- 
ways. Capital stock $10,000. Incorporators: Jacob S. Hov- 
land, Herbert W. Drew and John J. Poulton. 

*Chicago, Paducah & Thebes Railway, East St. Louis, 
Ill._—Chartered in Illinois to build an electric railway from 
Streator to Brookport, with a branch line to Thebes. Cap- 
ital stock $50,000. The principal office is to be in East St. 
Louis. The incorporators and first board of directors are: 
Clarence B. Long, Arthur M. Beckwith, Walter E. Beck- 
with, William R. Bryan and F. E. Boeckenroeger, all of 
East St. Louis. 


*Shore Power, Light & Railway Company, Annapolis, 
Md.—Application for a charter has been made in Maryland 
by this company to build an electric or steam railway from 
the southern end of Deal’s Island, over the islands, through 
Princess Anne to Sinepuxent Bay, with the right to ex- 
tend the line to Salisbury and Pocomoke City. Capital 
stock $500,000. Incorporators: Henry J. Waters, H. C. 
Webster, J. T. Taylor, Jr., J. W. West, Marion Dryden, 
J. S. Noel, W. A. Malison, T. B. Hawkins and Henry Riggin. 


*Beaver, Meade & Englewood Railroad, Oklahoma City, 
Okla.—Incorporated in Oklahoma to build an _ electric, 
steam or gasoline railway from Beaver, Okla., to Meade 
and Englewood, Kan., a distance of 80 miles. Capital 
stock $25,000. Incorporators: Fred C. Tracy, John W. 
Webb, William T. Quinn, Elbert Clift. Robert McFar- 
land, Levi S. Munsell and Frank Laughrin, all of Beaver, 
Okla. 


FRANCHISES 


Pasadena, Cal.—The Pacific Electric Railway, Los An- 
geles, has asked the City Council for permission to elec- 
trify the Southern Pacific Railroad from a point near the 
Raymond Hotel to Colorado Street in Pasadena. 

Sacramento, Cal.—The Vallejo & Northern Railway, Val- 
lejo, has asked the Board of City Trustees for a franchise 
on Front Street and Second Street in Sacramento. 

Hartford, Conn.—The Shore Line Electric Railway has 
petitioned the Public Utilities Commission for approval of 
the method of construction of certain parts of its line. 
The plans have been approved by the selectmen of Essex 
and Saybrook. 

Norwalk, Conn.—The Connecticut Company will ask the 
City Council for a franchise over Main Street and West 
Avenue in Norwalk. 

Beardstown, Ill—The Beardstown Street Railway will 
ask.the City Council for a franchise in Beardstown. Ste- 
phen H. Cummins, Beardstown, is interested. [E. R. J., 
Jasie iey 02: || 

East St. Louis, Ill.—The East St. Louis & Suburban Rail- 
way will ask the City Council for a franchise to extend its 
line on Missouri Avenue, from Eighteenth Street in East 
St. Louis, to the eastern limits of the city. 

Henderson, Ky.—The Evansville, Henderson & Owens- 
boro Traction Company, Evansville, has received a fran- 
chise from the Board of Councilmen of Henderson on Elm 
Street in Henderson for its line to Evansville, Ind., upon 


the payment of $560 pcr annum until the southern link in 
the line, extending to Owensboro, is completed. The line 
will extend from Evansville, Ind., to Henderson, Ky. with 
a branch to Owensboro, via Zion, Hebbardsville. Curds- 
ville and Sorgho. W. A. Carson, general manager. [E. R. 
Ie Seis boy, ha) 

Turners Falls, Mass.—The Massachusetts Northern Rail- 
way, Boston, has asked the Selectmen for a franchise from 
Seventh Street down L Street and up First Street in Tur- 
ners Falls. 

Grosse Pointe, Mich—The Electors of Grosse Pointe 
have been asked to grant a franchise for an electric rail- 
way in Grosse Pointe. This is part of a plan to build an 
electric railway to connect Detroit and Harbor Beach, via 
Utica, Memphis, Almont, Imlay City and Bad Axe. Win ss. 
Parker is the surveyor. [E. R. J., Nov. 11, ’11.] 

Kalispell, Mont.—The Flathead Power & Traction Com- 
pany, Polson, has asked the Board of County Commission- 
ers for a franchise over certain county roads in Flathead 
County. This is part of a plan to build a 30-mile electric 
railway from Polson to Dixon. F. L. Gray is interested. 
[E.. Re Nev 4 ir) 

Brooklyn, N. Y.—The Nassau Electric Railroad, a sub- 
sidiary of the Brooklyn Rapid Transit Company. has asked 
the Board of Estimate for a franchise from Fifth and At- 
lantic Avenues, Brooklyn, through Atlantic Avenue to 
Shepard Avenue, in East New York. 

New York, N. Y.—The New York City Interborough 
Railway has received permission from the Public Service 
Commission, First District, to extend its line in the Bronx 
on Dongan Street at Intervale Avenue over various streets 
and avenues to East 161st Street, there to connect with the 
East 161st Street line. 

Minot, N. D.—The City Commission will be asked to 
grant a franchise to cover the entire city of Minot. L. J. 
Palda is interested. [E. R..J., Jan. 27, ’12.] 

Portsmouth, Ohio.—The Portsmouth Street Railroad & 
Light Company has asked the City Council for an exten- 
sion of its franchise in which to build its line in Ports- 
mouth. In return the company agrees to extend its line 
from Sciotoville through Wheelersburg to Hanging Rock. 


Brantford, Ont.—The Lake Erie & Northern Railway has 
received the approval of the Dominion Railway Board for 
its line between Brantford and Port Dover. It will connect 
Port Dover, Brantford, Simcoe, Waterford and Paris. W. 
P,. Kellett, Brantford, general manager [E. R. J., Feb. 
Bm: | 

*Toronto, Ont.—The Glengarry & Stormont Railway has 
asked the Ontario Legislature for the right to construct a 
line from the Canadian Pacific Railway in Lancaster. Glen- 
garry County, southwest to a point at or near the St. Law- 
rence River in Charlottenburg and west through Cornwall, 
to be operated by steam or electricity. 

Chattanooga, Tenn.—The Chattanooga Traction Com- 
pany will ask Board of Commissioners for a franchise 
through South Chattanooga for connections with proposed 
southern lines. C. E. James is interested. [E. R. J., Feb. 
kame 

Cleburne, Tex.—The Ft. Worth Southern Traction Com- 
pany, It. Worth, has received a franchise from the City 
Council in Cleburne. This.franchise was granted to Stone 
& Webster, and was transferred by the Council to the Ft. 
Worth Southern Traction Company. This line will connect 
Ft. Worth and Cleburne, via Everman, Burleston and 
Joshua. C. H. Clifford is interested. [E. R. J., Nov. 2s, 
ani] 

Ogden, Utah—The Ogden Rapid Transit Company has 

received a fifty-year franchise from the County Commis- 
sioners to use certain highways and county roads in Weber 
County. The company plans to build an extension from 
the Hermitage in Ogden canyon to Huntsville. 
_ *Provo, Utah.—S. ‘A. Wood has asked the Mayor and 
soard of City Commissioners for a franchise for an electric 
railway on Fourth Street from Academy Avenue to the 
eastern limits of Provo. 


Benwood, W. Va—The Ohio Valley Electric Railway, 
Huntington, has received a fifty-year franchise from the 


County Court to build its lines over three routes out of 
Jenwood, 


~~ 
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TRACK AND ROADWAY 


Calgary (Alta.) Street Railway.—This company will con- 
struct 20 miles of track during the year. 


_Citizens’ Light & Transit Company, Pine Bluff, Ark.— 
This company has begun grading for the extension of its 
South Main Street line from its present terminus to Twen- 
tieth Avenue in Pine Bluff, 


Phoenix (Ariz.) Railway—Work will be begun at once 
by this company on the extension of its Fifth Avenue line 


in Phoenix through the Chalmers and Hillis tracts to the 
Las Palmas tract. 


Pacific Electric Railway, Los Angeles, Cal.—This com- 
pany has placed in operation its new Santa Monica line 
from the station in Los Angeles along Ninth Street to the 
Palms. At the Ivy station a branch connects with Venice 
and Playa del Rey. Plans are being considered by the 
company for a line between Pasadena and Monrovia and 
for an extension of its Annandale line from the Golf Club 
to the terminus of the California Street line in Pasadena. a 
distance of about 1 mile. 


Oakland (Cal.) Traction Company.—Preliminary surveys 
are being made by this company for the double-tracking 
of its line from the county line to Twenty-third Street in 
Oakland. Ultimately the double tracks will be extended to 
the Standard Oil works. 


New London & East Lyme Street Railway, New London, 
Conn.—It is reported that this company has perfected plans 
for financing the extension from Flanders to Lyme. 

Shore Line Electric Railway, Saybrook, Conn.—This 
company is understood to be considering a petition to ex- 
tend its line to Middletown. 

*Centralia, IlL—T. J. Foley, Centralia, is 
pians to build an electric railway in Centralia. 


Rockford & Interurban Railway, Rockford, Il—This 
company will extend its city lines half a mile during 1912. 

Indianapolis, Crawfordsville & Western Traction Com- 
pany, Crawfordsville, Ind.—A 45-mile extension from Craw- 
fordsville, Ind., to Danville, Ill., will be built by this com- 
pany during 1912. 

*Laporte, Ind.—An outlet by interurban from Chicago to 
Kalamazoo and from there to Detroit is provided for in 
plans for an electric railway from Bristol, Ind., to Three 
Rivers and Kalamazoo, up the St. Joseph Valley. H. E. 
Bucklen, Chicago, is at the head of a company of capital- 
ists who propose to build three dams at and near Mottville, 
Mich., to provide power for the line. 

*New Albany, Ind.—Plans are being considered for the 
construction of an electric railway from New Albany along 
the Paoli Pike to Jeffersonville across the Ohio River from 
Louisville, Ky., to French Lick and West Baden Springs, 
via Mooresville, Galena, Greenville, Palmyra, Fredericks- 
burg, Hardinsburg, Rego, Chambersburg and Paoli. 

Tri City Railway, Davenport, Ia—This company will 
build about 31 miles of track during 1912. 

Salina Street & Interurban Railway, Salina, Kan.—This 
company plans to build 1 mile of track in Salina during 1912. 

Kentucky Southwestern Railway, Light & Power Com- 
pany, Hickman, Ky.—Surveys for this line to connect Padu- 
cah and Hickman have been completed as far as Bardwell, 
and will be pushed the remainder of the distance between 
the two cities immediately. W. A. Calhoun, chief engineer, 
is compiling a report which is said to be favorable in every 
respect to the promoters of the company. The McKinley 
traction interests, of Peoria, IIl., are backing the project 
and will connect the southwestern Kentucky line with their 
Illinois properties by steel ferries across the Mississippi 
River. [E. R. J., Feb. 3, 52.1 

Louisville (Ky.) Railway.—Right-of-way has been se- 
cured and work will be begun by this company as soon as 
the weather permits on the extension ol its Eighteenth 
Street line to Kosmosdale, a distance of 3 miles. 


Shawmut, Maine.—Surveys have been completed for an 
tric railway between Shawmut and kowhegan, a dis- 
tance of between Io and 15 miles. It will connect with oS 
Fairfield & Shawmut Railway at Shawmut. A. F. Gerald, 
Fairfield, and C. H. Barron, Lewiston, are interested. [E. 


Rh Jan. 2p, 12. ] 
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Missoula (Mont.) Street Railway.—During the year this 
company plans to build 1 mile of new track and double- 
track 1 mile of its line in Missoula. 

Reno (Nev.) Traction Company.—Plans are being con- 
sidered by this company to build an extension from Sparks 
tG a new mining camp in the Wedeland district. 

_ Morris County Traction Company, Morristown, N. J.— 
Uhis company has placed in operation its new line from 
Summit to Morristown, 

_ Coney Island & Brooklyn Railroad, Brooklyn, N. Y.— 
1 lis company will reconstruct about 4 miles of track dur- 
ing 1912, 

Charlotte (N. C.) Rapid Transit Company.—This com- 
pany plans to build 2 miles of new track to the Southern 
depot in Charlotte. 

_ Durham & Danville Railway, Durham, N, C.—A pre- 
luminary survey has been made by this company for its line 
between Durham and Danville, via Yanceyville. €. G 
ae and J. L. Mooreland are interested. [E. R. J., Apr. 
cpp ahd 

Minot (N. D.) Electric Railway.—This company advises 
that work will be begun during the year on its 6-mile elec- 
tric railway in Minot. The company will purchase power 
from the Consumers’ Power Company, Minot. L. J. Palda, 
Minot, secretary. [Hye jay Jamec7,.cn2)) 

*Coshocton, Ohio.—Willis C. Swift, Coshocton, and 
Frank A. McGowan, Canton, have completed plans for a 
street railway in Coshocton, work on which will begin 
in the spring. Storage battery cars will be operated. The 
company plans also to build an interurban line between 
Urichsville and Newark or Zanesville, via Coshocton. 

Springfield & Xenia Railway, Springfield, Ohio.—Plans 
are being made by this company for an extension to Day- 
ton. It is proposed to build the extension from Yellow 
Springs, a point half way between Springfield and Xenia, 
directly into Dayton. This route would be 3 miles shorter 
than that of the Ohio Electric Railway. 

Toledo & Western Railroad, Toledo, Ohio.—lIt is stated 
that if a satisfactory agreement can be reached this com- 
pany will build an extension from Pioneer to connect with 
the St. Joseph Valley Traction Company at the Ohio and 
Indiana line. The distance is 13 miles. This connection 
would give a through route between Toledo and Chicago 
over the Chicago & South Bend & Northern Indiana 
Railway. 

Enid Interurban Traction Company, North Enid, Okla.— 
This company plans to build 3 miles of track between Enid 
and North Enid during the year. 


Simcce Railway & Power Company, Midland, Ont.— 
This company is applying to the Legislature of Ontario 
for an extension of time within which to begin construction 
on its lines. W. Finlayson, Midland, Ontario, is inter- 
ested. [E. R. J., Apr. 3, ’09.] 

*Lindsay & Minden Railway, Minden, Ont.—This com- 
pany is applying to the Legislative Assembly of Ontario 
for an act incorporating the company to build a line from 
Lindsay northerly through several townships to Minden 
and Mountain Lake. It is not decided yet whether the line 
will be operated by steam or electricity. John H. Dele- 
mere, Minden, Ont., is interested. 

Ottawa, Smith’s Falls & Kingston Railway, Ottawa, Ont. 
—This company is asking the provincial government for 
permission to change its name to Ottawa, Rideau Lakes & 
Kingston Railway, also for an extension of time within 
which the construction of its line shall be begun. Frank 
P.. Procton, Ottawa, is interested. [E. R. J., Apr. 8, ’11.] 

*Niagara Fruit Growers’ Tramway, St. Catharines, Ont. 
—This company is applying for a charter to build an elec- 
tric railway from Niagara-on-the-Lake to St. Catharines, 
and to Port Dalhousie, and Queenston, all in the county of 
Lincoln. J. S. Campbell, St. Catharines, Ont., is said to be 
interested. 

*Sudbury-Copper Cliff Suburban Electric Railway, Sud- 
bury, Ont.—This company is asking the provincial gov- 
ernment for a charter to build an electric railway from 
Sudbury westerly to Copper Cliff, also from Sudbury east- 
erly to Coneston. Clary & Buchanan, Sudbury, Ont., are 
the solicitors of the company. 
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Dunnville, Wellandport & Beamsville Electric Railway, 
Wellandport, Ont—This company is asking the Dominion 
government for an extension of four years’ time within 
which to complete its lines. The grading is well under 
way at the present time. James R. Roaf, Toronto, Ont., 
is interested. [E. R. J., Aug. 7, ’09.] 

Oregon Electric Railway, Portland, Ore.— Preliminary 
surveys are being made by this company for a line to ex- 
tend from Corvallis in a direct line east to the main line 
of the company’s extension from Salem to Eugene. This 
Corvallis extension will intersect the main line of the com- 
pany at a point about 3 miles south of Albany. 


Hanover & McSherrystown Street Railway, Hanover, Pa. 
—It is said that this company will extend its line from 
Hanover to Gettysburg, a distance of about 11 miles. An- 
other branch to New Orleans is proposed also. 


Irwin-Herminie Traction Company, Irwin, Pa.—This 
company has voted to spend about $500,000 for extensions 
of its lines. Surveys are being made for a line between Mc- 
Keesport and Irwin. Other extensions contemplated are 
from Herminie to Madison and Yukon and from Herminie 
to West Newton. Negotiations for the old Stires route to 
West Newton are now being made. Considerable grading 
has been done on the right-of-way. Ultimately this line 
will be extended to Pittsburgh. 


Pittsburgh, McKeesport & Westmoreland Railway, Mc- 
Keesport, Pa.—It is reported that this company has for- 
mulated plans for the completion of its line between West 
Newton and Herminie. Much of the grading has been done 
between West Newton and Blackburn. It is said that finan- 
cial backing has been secured. 


Chambersburg, Greencastle & Waynesboro Electric Rail- 
way, Waynesboro, Pa——This company plans to begin work 
in the spring on a line from Newville along the Big Spring 
to Springville, thence to Stoughstown, up the Carlisle and 
Chambersburg pike and along the Walnut Bottom Road to 
Shippensburg, via Cleversburg, Jacksonville and Leesburg. 
Most of the right-of-way has been secured. 


Hull (Que.) Electric Company.—This company will con- 
struct during 1912 a %4-mile double-track extension of its 
line to the Ottawa Racing Association’s race track. 


*Spartanburg & Glenn Springs Railroad, Spartanburg, 
S.C.—Plans are being made for the construction of this 
electric railway to connect Spartanburg and Glenn Springs, 
via Stone Station and White Stone. T. B. Caldwell, James 
T. Harris and W. M. Floyd are interested. 


Nashville-Gallatin Interurban Railway, Gallatin, Tenn.— 
The construction of the roadbed of this company between 
Nashville and Gallatin has been completed and the first 
consignment of poles and wires for the new line received. 
Within the next thirty days all heavy bridge timbers, poles 
and wires will be on hand ready for erection. H. H. May- 
berry, Nashville, president. [E. R. J., Aug. 19, ’11.] 

Memphis (Tenn.) Street Railway.—Work has been re- 
sumed by this company on its crosstown line in Memphis. 
It is reported that important extensions are being planned. 

Dallas (Tex.) Electric Corporation—About 1.44 miles of 
track will be built by this company during t1o12. 


Dallas (Tex.) Street Railway.—It is reported that this 
company will spend about $500,000 on improvements and 
extensions to its lines in Dallas. 


San Antonio (Tex.) Traction Company.—This company 
has placed in operation its line in San Antonio from the 
intersection of Grant Avenue and Summit Street north 
through the Los Angeles Heights addition, a distance of 
about 1% miles. 


Richmond & Henrico Railway, Richmond, Va—About 
834 miles of new track will be constructed by this company 
during the year. ; 

Morgantown (W. Va.) Interurban Railway.—The di- 
rectors of this company have decided upon the route of 
their proposed interurban railway between Morgantown 
and Point Marion, via Stewartstown. John Alden Purinton, 
Morgantown, secretary [E. R, J., Oct. 14, Ae 

Lancaster, Wis.—Thomas McDonald has arranged for a 
survey for the proposed electric line from Lancsater to 
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SHOPS AND BUILDINGS 


Pacific Electric Railway, Los Angeles, Cal—The new re- 
pair shops to be built by this company at Dominguez will 
be built at a cost of $750,000, instead of $250,000, as pre- 
viously announced. 

Nampa & Caldwell Electric Railway, Nampa, Idaho.— 
This company will build a new depot in Nampa. 


Ft. Wayne & Northern Indiana Traction Company, Ft. 
Wayne, Ind.—This company has started condemnation pro- 
ceedings for a lot 50 ft. x 150 ft. as part of a site for a 
proposed terminal in Indiana 350 ft. x 150 ft. 

Des Moines (Ia.) City Railway.—Plans are being made 
by this company to build new carhouses near East Twen- 
tieth Street and Walnut Street in Des Moines. 

Frederick (Md.) Railroad.—This company is negotiating 
for a hydraulic wheel press. 

Philadelphia & Western Railway, Upper Darby, Pa— 
Plans are being made by this company to build a one-story 
passenger station at Bridgeport. The structure will be 42 
Ete Ada 

Wilkes-Barre (Pa.) Railway.—Plans are being considered 
by this company to build at least one and perhaps two new 
carhouses adjoining the company’s present carhouse on 
Market Street in Wilkes-Barre. Work will be begun in the 
spring. 

Pan Handle Traction Company, Wheeling, W. Va— 
Plans are being made by this company to build a new car- 
house near Third Street in North Warwood. The new 
structure will be of brick. 


POWER HOUSES AND SUBSTATIONS 


Citizens’ Light & Transit Company, Pine Bluff, Ark.— 
This company expects to purchase a 500-kw turbo-gen- 
erator to increase the capacity of its power plant in Pine 
Bluff. 

Arkansas Valley Railway, Light & Power Company, 
Pueblo, Col.—This company has placed an order with the 
Westinghouse Electric & Manufacturing Company for six 
500-kva oil-insulated, self-cooled transformers, 60,000-volt 
primary; three 125-kva, three 75-kva, three 50-kva and three 
30-kva transformers, all of the 13,200-volt primary, 60-cycle, 
oil-insulated, self-cooled type. : 

Illinois Traction System, Peoria, Ill—The McKinley in- 
terests have recently placed orders with the Westinghouse 
Electric & Manufacturing Company for the following elec- 
trical equipment: One 500-kw rotary converter, three 
165-kva, 33,000-volt primary, oil-insulated, self-cooled trans- 
formers with complete switchboard and lightning arrester 
equipment, for the Ottawa station of the Northern Illinois 
Light & Traction Company, Ottawa, IIl.: three 300-kva, 
three 110-kva and three 150-kva transformers, all of the 
33,000-volt primary, 25-cycle, oil-insulated, self-cooled type, 
for the Chicago, Ottawa & Peoria Railway Company, Ot- 
tawa, Ill.; one 35-kw synchronous-motor exciter set, con- 
sisting of a three-phase, 2300-volt, 25-cycle synchronous 
motor and a 35-kw, 125-volt interpole generator, for the 


. Terminal Power Company of Venice, III. 


Louisville & Interurban Railway, Louisville, Ky.—During 
the year this company will build a new power house in 
Louisville. The structure will be located between High 
\venue and Eighteenth Street and Twenty-first Street. The 
cost will be about $300,000. 

Louisville (Ky.) Railway.—Among the improvements 
planned by this company during 1912 will be the construc- 
tion of a new power house on High Street, just below Thir- 
ty-first Street, in Louisville. The cost is estimated to be 
$300,000. 

Trenton-Mercer County Traction Company, Trenton 

eT. . < m . . , 
N. J.—This company has installed at its power house on 
Lincoln Avenue in Trenton a new 1250-hp De Laval steam 
turbo-generator. 

Consolidated Railway & Power Company, Fayetteville 

rT . ” 7 , 
N. C.—This company has nearly completed its new power 
plant in Charleston. 
. rae & Water Gap Street Railway, Stroudsburg, 

‘a “his company has placed in operation its new power 
plant in Stroudsburg. The company previously purchased 
its power fram the Citizens’ Electric Company, 
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Manufactures and Supplies 


ROLLING STOCK 


Louisville (Ky.) Railway, it is reported, will purchase 
ten interurban cars. 


Durham (N. C.) Traction Company expects to purchase 
two closed single-truck city cars, 

Dallas (Tex.) Electric Corporation expects to purchase 
ten closed prepayment cars during 1912. 


Lehigh Valley Transit Company, Allentown, Pa., has 
asked for bids on ten steel interurban cars. 


Mobile Light & Railroad Company, Mobile, Ala., expects 
to purchase six single-truck cars and four double-truck 
cars this year. 

Grand Junction & Grand River Valley Railway, Grand 
Junction, Col., will probably order three double-truck pay- 
as-you-enter cars and one combination car during 1012. 

Southwestern Traction & Power Company, New Orleans, 
La., has ordered two passenger and baggage cars mounted 
on Brill 27-MCB trucks from the American Car Company. 

Evansville (Ind.) Railway has ordered three combination 
passenger and smoking cars and one baggage and express 
car mounted on Brill 27-MCB trucks from the American 
Car Company. 

Seattle (Wash.) Electric Company has ordered from the 
St. Louis Car Company a sample car, 32 ft. over corner 
posts, with two 6ft. platforms. The car is designed to 
seat forty-eight passengers, has an arch roof and is similar 
to the cars built for the Stone & Webster property at Jack- 
sonville, Fla. The underfranie is all steel, with deep side- 
plate sills and T-iron post continuous from sill to sill. It 
is expected that the body with fttings will weigh not 
more than 14,000 Ib. The car will be equipped with two 
60-hp motors, Westinghouse HL control and National 
air brakes. 

TRADE NOTES 

The J. G. Brill Company, Philadelphia, Pa., has received 
orders from the Ottawa Car Company for twelve Brill 
27-FE-1 trucks and from Japan for 400 Brill 27-GE-1 trucks 
without wheels and axles. 

J. A. Fay & Egan Company, Cincinnati, Ohio, has opened 
an office at 170 Broadway, New York, N. Y., to replace the 
former New York district sales office in the Equitable Build- 
ing, which was destroyed by fire. 

C. G. Young, New York, N. Y., engineer and contractor, 
has been engaged to examine and report for a proposed 
electric railway in Central America. One of the firm's 
engineers has sailed to make a study of the local conditions. 

Glenn H. Curtiss, New York, N. Y., has been awarded 
the Collier aviation trophy by the Aero Club of America. 
This trophy is conferred annually upon the person making 
the greatest progress in aviation during the preceding year. 

Hayes Track Appliance Company, Richmond, Ind., ad- 
vises that eighty-eight electric railway companies are now 
: This is an increase of 80 per cent 


using Hayes derails. ‘ 
¥ lways which were using these 


over the number of street rai 
derails in IQI0. 

Reinforced Tile Roof Company, Youngstown, Ohio, has 
received a contract from the Baldwin Locomotive sabisi 
for roofing their new erecting shop at Eddystone, I a, wit . 
Re-ti-co tile. The contract involves approximately five anc 
one-half acres of roof area. ; 

Westinghouse Air Brake Company and Westinghouse 
Traction Brake Company, East Pittsburgh, Pa., have te- 
moved the office of E. A. Craig, their Southeastern mpm 
ager, from the general office at Wilmerding, Pa., to 30 
Westinghouse Building, Pittsburgh, Pa. eps 

General Fireproofing Company, bapa oat eee ser 
decided to build a four-story addition to the p aS at ra 
Creek, Ohio. W. H. Foster, formerly a 
elected president of the company, succeeding M. 1. 4 1s, 
who becomes chairman of the board of directors. 


Best Manufacturing Company, Pittsburgh, Pa., ie ap- 
inted Howard W. Evans as general manager of sales in 
yee 2 of the sales, order and engineering departments 
ae ie company. Mr Evans was formerly general man- 
a =. ante eee. 
ager of sales of the Crane Company, Chicago, Ill. 
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St. Louis Car Company, St. Louis, Mo., h 
the Memphis Street Railway ten sing 
arch-roof cars, 


as shipped to 
le-truck, pay-within, 
; The doors, which inclose both front and 
rear platforms, are operated by the motorman, and the 
rods from one end of the car to the other are inclosed in 
the handstrap rails. . 


Johnson Fare Box Company, New York, N. Y,, has: re- 
ceived an order from the Public Service Railway, Newark, 
N. J., for 200 Johnson registering fare boxes, making a 
total of 500 ordered by that company. An order has also 
been received from the Augusta-Aiken Railway & Electric 
Company, Augusta, Ga., for six Johnson registering fare 
boxes. 

Southern Bond & Securities Company, Birmingham, Ala., 
has been incorporated to buy and sell and deal in stocks, 
bonds and all high-grade investment securities, to negotiate 
loans and to act as trustee or fiscal agent, sirmingham 
is named as headquarters, with offices in the Brown-Marx 
Building. The incorporators are J. M. Dewberry, Forney 
Johnston and R. D. Johnston, Jr. 

General Railway Signal Company, Rochester, N. Y., 
reports gross profits for the year ended Dec. 31, 1911, as 
$815,620, against $828,781 in 1910; expenses of $342,333, 
against $216,534; a surplus of $342,402, or 7.4 per cent, 
earned on the $3,000,000 common stock after preferred 
dividends, against 9.89 per cent earned in the previous 
year, and a profit and loss surplus of $500,104, against $314,- 
go9. Total assets were $6,444,915. 

Watson-Stillman Company, New York, N. Y., has reor- 
ganized. It is stated that the increasing use of hydraulic 
presses and the steady growth of the business necessitate 
an immediate extension of the company’s manufacturing 
facilities. As stated in the ELecrric Raitway Journaw of 
Feb. 3, 1912, the following new officers were elected: Fran- 
cis H. Stillman, president (re-elected); E. A. Stillman, vice- 
president; J. P. Bird, treasurer; A. F. Stillman, secretary 
and works manager, and Carl Wigtel, chief engineer. 

Chicago Pneumatic Tool Company, Chicago, IIl., in its 
annual report for 1911 shows net profits of $772,527, com- 
pared with $1,054,809 in 1910. Charges of $165,000, against 
$166,733 in the previous year, left a balance of $607,527, 
which is equivalent to 9.37 per cent on the $6,485,800 capital 
stock. Dividends paid aggregated $257.951, the same as in 
1910. Allowances for depreciation, etc., make a total of 
$194,787, against $193,149 in 1910. There remained a surplus 
of $154.789, which added to the previous surplus brought 
the total surplus at the end of the year up to $1,663,938. 

Kerite Insulated Wire & Cable Company, New York, 
N. Y., announces that J. Warren Young, formerly chief 
signal inspector of the Erie Railroad, has become connected 
with the company. Mr. Young entered the service of the 
Central Railroad of New Jersey in April, 1896, as signal 
maintainer’s helper, remaining with that company until 
November, 1899, when he resigned to take a position with 
the Delaware, Lackawanna & Western Railroad as main- 
tainer and inspector of signals. Later he resigned from 
the Delaware, Lackawanna & Western Railroad and went 
with the New York, Susquehanna & Western Railroad to 
take charge of its signal work. In September, 1904, he was 
appointed supervisor of signals of the terminal division of 
the Erie Railroad, and in November, 1905, was appointed 
signal inspector in the signal engineer’s office, which. posi- 
tion he held until Jan. 1, 1907, when he was promoted to 
be chief signal inspector. Mr. Young has been a member 
of the Railway Signal Association for ten years and for 
the last five years has served on committee No. 9 (wires 
and cables) of the association. 

Lord Manufacturing Company, New York, N. Y., has re- 
cently completed an interesting test with street railway air 
compressors equipped with Spencer air purifiers. A nuin- 
ber of cars were equipped with these cleaners in July, 1910. 
and in this same class were a large number of cars of 
identical equipment throughout not equipped with the 
Spencer cleaners. The entire number of equipments were 
in continuous service over eighteen months, all having seen 
practically the same service conditions. Examination of 
the compressors not protected by the Spencer cleaners 1s 
said to have shown that the compressors had deteriorated 
considerably. The compressors protected by the Spencer 
cleaners ran smoothly and regularly, indicating no lost 
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motion or wear. The pressure on a number of these equip- 
ments was reduced to zero, and each in turn was tested to 
see the time required to compress to 60 lb, Those pro- 
tected by the Spencer air cleaner are said to have reached 
6o-Ib. pressure in one-half to one-third the time required for 
any of the others. The time required for the compressor 
equipped with the Spencer air purifier was, on the average, 
one minute and thirty-one seconds. 

Wagner Electric Manufacturing Company, St. Louis, Mo., 
has elected the following officers: S. M. Dodd, chairman; 
W. A. Layman, president and general manager; J. W. Bell, 
vice-president; Albert Blair, secretary; W. S. Thomas, 
treasurer; M. S. Allcorn and W. S. Thomas, assistant sec- 
retaries, and Walter Robbins, assistant general manager. 
Members of the board are: S. M. Dodd, W. A. Layman, 
W. K. Bixby, Thomas H. West, J. W. Bell, A. Blair and 
J. Campbell. Mr. Layman, who has been elected president 
of the company to succeed S. M. Dodd, now chairman of 
the board of directors, was graduated from the Rose Poly- 
technic Institute with the degree of B.S. in 1802, at the 
age of twenty-three. He was given the degree of M.S. in 
1894 and the degree of E.E. in 1809 by the same college. 
Shortly after graduation in 1892 he entered the employ 
of the company of which he is now president as a utility 
man in testing and drafting work. In 1894 he became 
assistant superintendent and in 1898 assistant general 
manager of the company. In 1900 he became treas- 
urer and in 19002 was made general manager, and vice- 
president in 1908. Mr. Layman has served as _presi- 
dent of the Engineers’ Club of St. Louis and the St. Louis 
Metal Trades Association and is a member of a number 
of St. Louis clubs. He has been a member of the Amer- 
ican Institute of Electrical Engineers since 1900. 


ADVERTISING LITERATURE 


Arthur S. Partridge, St. Louis, Mo., has issued list No. 
39 of second-hand steam and electric machinery for Janu- 
ary, 1912. 

Reinforced Tile Roof Company, Youngstown, Ohio, has 
issued a circular in which Re-ti-co cement tile roofs are 
described and illustrated. 

Aug. J. Berg, Chicago, Ill., has issued a circular in which 
the Berg automatic lifeguard is described and illustrated. 
Another folder illustrates the Berg folding fender. 


Siemens-Schuckertwerke, Berlin, Germany, have pub- 
lished a German pamphlet, No. AB34, which describes in 
great detail their straight and automatic brakes for street 
railway service. 

Trussed Concrete Steel Company, Detroit, Mich., has is- 
sued a new 36-page catalog on rib lath and rib studs for 
plaster and stucco. The catalog is an entire revision of 
previous editions and contains many new illustrations, ap- 
plications, etc. 


Albert & J. M. Anderson Manufacturing Company, Bos- 
ton, Mass., has issued Catalog No. 8 of electric railway sup- 
plies for 1912. The catalog lists and illustrates a complete 
line of overhead-line material, lightning arresters, pole-line 
material, trolley bases, poles, harps and wheels, section 
switches, quick-break switches, etc. The publication is pro- 
fusely illustrated and contains more than 300 pages. 

Western Electric Company, New York, N. Y., and Chi- 
cago, Ill., has issued in one binder seventy bulletins which 
serve to indicate the range of this company’s electrical 
products, from telephones to transformers, and from are 
lamps to wattmeters. This company, in fact, makes almost 
everything electrical except traction equipments. An excel- 
lent feature of the binder is the complete alphabetical and 
numerical index. 


Condit Electrical Manufacturing Company, Boston, Mass., 
has issued in pamphlet form the text of the decision in the 
United States Circuit Court of Appeals of the Westing- 
house Electric & Manufacturing Company, complainant- 
appellant, versus the Condit Electrical Manufacturing Com- 
pany, defendant-appellee. The case was ina suit to restrain 
the alleged infringement of patent No. 633,771, issued Sept. 
26, 1899, for an improvement in switches for an ‘electric 
circuit. The court held that “The elements of the claims 
considered separately are old, and we find nothing in their 
combination disclosing invention.” 
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Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has issued Leaflet No. 2299-A, which describes 
and illustrates Westinghouse type HF slip-ring induction 
motors. These motors are designed for service where ex- 
cessively heavy loads must be started with low starting 
current. Leaflet No. 2386 describes Westinghouse alter- 
nating-current heavy-duty type MW slip-ring induction 
motors. These motors are especially suitable for severe 
intermittent, varying-speed revision service, such as the 
operation of cranes, hoists, etc. Westinghouse type E 
alternating-current generators for engine drive are clearly 
illustrated and fully described in Leaflet No. 2390 issued 
by the company. These generators constitute a standard 
line of engine-driven, slow-speed, 60-cycle, alternating-cur- 
rent machines. Leaflet No. 2389 describes and illustrates 
Westinghouse type G alternating-current generators for 
belt drive. 


NEW PUBLICATIONS 


Claims; Fixing Their Value. By George F. Deiser, A.B., 
LL.B., and Frederick W. Johnson. McGraw-Hill Book 
Company, New York, 1911. 158 pages. Price, $2. 

This book is the joint production of a member of the 
Philadelphia bar and Mr. Johnson, whose prominence in 
claim department work with the Connecticut Company and 
the Philadelphia Rapid Transit Company is well known, as 
are also his publications on subjects connected with the 
accident claim department. The present work is the first 
careful attempt with which the author of this review is 
acquainted to analyze, from both a legal and operating 
standpoint, the problems of the claim department. There 
have been other books on the law of negligence, but none 
which takes up the question from the standpoint from which 
these authors have treated it. An idea of the scope of the 
book may be obtained from the following, which are among 
the chapter headings: “Mishap, Liability or Non-Liability,” 

“Facts in Avoidance of Liability,’ “Nature and Extent of 

Injuries Sustained,” “The Facts of the Occurrence,” “Facts 

in Mitigation or Enhancement of Damages,’ “Facts In- 

fluencing Questions of Settlement,” “Character and Strength 
of Evidence,” “Litigation, Factors and Effects,” “Fraud.” 

The book is one which should appeal particularly not only 

to the claim agent but to the general manager and other 

operating officials, and from its practical suggestions and 
examples it should be most helpful to all who have to pass 
upon the justice of claims for accidents. 

Railroad Correspondence File. By W. H. Williams, third 
vice-president of the Delaware & Hudson Company, 
revised and supplemented by John L. Hanna, chairman 
of the committee on handling correspondence, Pennsyl- 
vania Railroad. Published by the author, 32 Nassau 
Street, New York City. Half leather; 230 pages. Price, 
$7.50. 

The first edition of this book was published in 1902. It 
describes a decimal system for indexing railway correspon- 
dence and records, somewhat similar to the Dewey system 
for indexing literature. Since the publication of the first 
edition of the book the system has been greatly expanded 
by the author and by John L. Hanna, chairman of the com- 
mittee on handling correspondence of the Pennsylvania 

Railroad. It is now the standard on the Pennsylvania Rail- 

road for filing correspondence. It is also in use on the 

Harriman lines, the Delaware & Hudson Railroad, the Balti- 

more & Ohio Railroad, the Chicago, Burlington & Quincy 

Railroad and others. As a basis for the system the different 

departments of the railway business are taken and the 

ten primary numbers are assigned as follows: o, General; 

1, Executive and Legal; 2, Finance and Accounts; 3, Road- 

way and Structures; 4, Equipment and Shops; 5, Trans- 

portation and Storage; 6, Traffic, Rates: 7 and 8, Spare; 

9, Local Facilities and Affairs. Each primary subject is 

divided into ten or fewer secondary divisions and so on 

through the list, so that the sub-classification for each divi- 

sion may be made as elaborate as desired. The final pri- 

mary division, that is, No. 9, is arranged geographically 
and there are two divisions, Nos. 7 and 8, which may be 
developed for local conditions if desired. The system differs 
from that for indexing literature issued by the International 

Railway Congress. The author discusses the reasons for 

this difference and they seem conclusive. 
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